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Electric roads sent forth 
a call for fare boxes just as 
the people sent forth the 
call for automobiles. 
The early history of fare 


piles was hurried manufacture 
and many designs to capture 

_ the business. 

_ The situation has now clari- 
fied leaving 


The 
International 


the first choice of conserva- 
tive managers who have 
See the sifting process. 


Sufficient time has elapsed 

; - since the introduction of the 
ie fare box idea to closely de- 
termine the fare box field 

; is upon this knowledge 


. the International is 


ne the cause for it. 


It is a unit that takes care 
of all the essentials of cash 
fare collection. 


It is the one machine that 
combines all the essentials 
of correct registration for all 


‘types of prepayment cars. 


No supplementary registers 
or devices are required with 
the International 


Coin 
Register 


One operation suffices to 
count the money, ring the 


bell and register the fares. 


It is a Fare Box, a Coin 
Counting Machine and a Car 
Register with trip register, 
totalizer and direction indi- 
cator, one machine instead 
of three—saves time over any 
other method, facilitates ac- 
counting and compels accu- 
rate registration. 


Write for the details of 


construction and operation. 


ATIONAL REGISTER CO., e38 Wn Jekee Br 
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estinghouse 
Alternating Current Water Wheel Generators 
ied saeit ie voists ences sivecuaghousey sea eee | 
Reliable—Durable—Efficient |\|_ 


Reliability. Westinghouse Water-Wheel generators are establishing remarkable 
records for satisfactory service. Each and every one has to demonstrate its 
fitness for future service by careful, thorough and rigid tests in the shop before 
shipment. 


Durability. Many years experience enables us to select the inutemee which wear 
the longest, and these are used in the construction of Westinghouse Water Wheel - 
Generators, regardless of first cost. a, 

Efficiency. Ideal design, suitable materials and skilled workmanship result, in 
highest sustained eae efficiency. nc 


7 
Sole : 
Estimates on water wheel generators of any capacity, speed — 


and voltage wili be gladly furnished. Write nearest a 
office for full particulars. 


Sales Offices in Forty-Five American Cities 
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In authorizing an issue of bonds by 
BONDS FOR 


the New York Railways for financ- 
ing the cost of new. stepless cars the 
New York Public Service Commission of the First District 
took into account the factor of increased capacity of the 
ears. This factor is admissible because of the design, which 


NEW YORK CARS 


provides increased capacity and involves necessarily a 
higher construction cost per car. Except for the existence 
of this feature and its influence in the case, the decision of 
the commission follows its well-known views expressed in 
opinions on applications involving similar questions. In 
view of the consistent adherence of the commission, so far 
as the law permitted, to principles laid down from time to 
time its attitude in this instance is not a surprise. It em- 
phasizes, however, important conditions of the mortgage 
which, in the opinion of the commission, the company must 
have violated if it had followed its original purpose in 
As the 
wording used in trust deeds is apt to vary and be modified 


respect to the capitalization of the improvements. 


with each new issue of bonds and as the exact meaning 
of certain expressions often used in these deeds has been 
recently defined in the decisions of courts and commissions, 
officials of companies should study the terms carefully in 
order to be certain that the proceeds of issues certified by 
a trustee are used for the purposes definitely specified. 


THE USE OF In cases of a leak past the piston of 
OIL IN BRAKE an air-brake cylinder it is some- 
CYLINDERS times the custom of carhouse in- 


spectors to inject into the cylinder a small amount of oil 
for the purpose of stopping the leak. Such procedure, not- 
withstanding its very general use, is one of the most perni- 
cious of improper operating practices. The custom has 
arisen undoubtedly from the fact that the injection of oil 
will temporarily soften the leather and for this reason will 
permit a hardened packing ring to fit more closely to the 
outline of the cylinder. However, no kind of oil in com- 
mon use in carhouses is capable of effecting a permanent 
result, and in the end the use of oil on leather makes it 
even harder than it could become through mere aging. In 
addition to this it tends generally to weaken or rot the 
leather so that cracks are quite likely to start at points 
where the packing ring is subjected to more or less work- 
Vastly more time would be saved in the end by re- 
moving the cylinder head and applying some suitable type 
of grease to the cylinder walls and leather in so far as 
This 
course also has the advantage that it permits a reasonably 
satisfactory inspection of the leather so that if it is cracked 
or too hard for continuance in use the inspector or repair- 
The gain in time by discon- 
necting the piping from the auxiliary reservoir to the brake 
cylinder, in order to reject the oil, over that required to 
remove six or eight cylinder head bolts and take off the 
head is negligible, when it is considered that the former 
is only a temporary expedient and will probably involve 
additional attention to brake cylinders at the next trip, 


ing. 


they can be reached without removing the piston. 


man can change it at once. 
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The so-called rotary valve, or, in 
the case of automatic air brakes, the 
engineer’s brake valve, is one of 
the most delicate and yet one of the least troublesome 
The seats of 
the rotary valve are, however, peculiarly subject to the 
collection of dirt largely because of the passage across 
them of air which is more or less laden with dust and 
which combines with the lubricant upon the faces to 
form a hard surface with a high coefficient of friction. 
When such collections of dirt occur the friction which is 
set up causes the brake handle to work very hard and 
even become too stiff to permit the motorman to make 
proper brake applications. When such a condition is re- 
ported at the carhouse it is not unusual to find that the re- 
pairmen try to grind the faces smooth with oil and emery, 
working the valve back and forth, the idea being that the 
The same 


REPAIRS TO 
ROTARY VALVES 


among the parts of air-brake apparatus. 


surfaces will grind each other to a perfect fit. 
procedure is even followed by repairmen when seats have 
become, cut,or scored, yet it is impossible to conceive o1 
any more harmful procedure if the ultimate tightness of 
the valve is desired. As the seats are all equipped with 
ports, certain portions of them offer a greater bearing sur- 
face than others, and if emery is applied and grinding is 
resorted to the portions of the seat which have the least 
bearing surface will grind away very much more rapidly 
than the portions which are without ports. In consequence, 
the. action of the emery invariably results in leaks across 
the faces from one port to the next, and while the seat of 
the valve may look bright and smooth upon casual inspec- 
tion the valve really may be in improper condition to be 
used on the road. It is perhaps hard to explain to a repair- 
man that grinding with emery is the last thing which should 
be resorted to, even when a valve seat is badly scored, but 
if the scoring is so bad that the valve cannot be kept in 
service without repairs the only thing to do is to have it ma- 
chined and scraped by hand to a perfectly flat surface, using 
a face plate to show the high spots. An attempt to grind 
out cuts or score marks will simply make the valve worse 
instead of better. 


The well-known but wholly incom- 
prehensible desire of railroad men 
to take chances in operating trains 
led to the origin some years ago of what is generally known 
as “surprise checking,” 


SURPRISE 
CHECKING 


where a signal lamp is purposely ex- 
tinguished or a signal usually clear is purposely reversed in 
order to see whether proper action will be taken by train- 
men. The intent of such a check on the alertness of 
employees in charge of trains is excellent. No precaution 
is, in fact, too much of a refinement, especially in view of 
the trainman’s customary idea of the relative importance 
of operating rules and schedule speed. It is, however, a 
fact that the conception of surprise checking has not thus 
far exerted any marked influence in reducing accidents of 
the type to which it applies, and, judging by the general 
lack of interest in it at present, it does not give promise of 
ever coming into general use. The neglect of such a val- 
uable idea may be explained partly by the natural objection 
of both officials and employees to anything even remotely 


resembling spying, ‘but mainly by the fact that it is phys- 
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ically impossible for a few officials to check more than a 
small percentage of the vast number of operations, so that 
lapses may easily occur without knowledge on the part of 
those in charge. To be really complete any check must 
cover absolutely every signal, and operating employees 
must know positively that every time they run by a danger 
sign a penalty will inevitably be imposed. The mere fact 
that there is a possibility of the train being watched by 
the trainmaster or superintendent is not sufficient, for 
enough wrecks have taken place from carelessness in run- 
ning past stop signals to show that the possibilities of 
even loss of life are not a deterrent. Such a complete 
checking system is by no means an impossibility. At least 
one system of signals provides for it by automatic means, 
and on one electric railway a simple device has been 
added to the home signals of a standard installation of 
semaphores in order to produce the same result. The ex- 
perience already purchased at the cost of many wrecks 
has shown beyond a doubt that stop signals are not re- 
garded as indications of serious danger by trainmen, and, 
pending the introduction of automatic stops, a ee 
check, resulting in- an unavoidable penalty for neglect, i 
apparently the only remedy. 


THE FRUITS OF EFFICIENCY 


In connection with the article published elsewhere in 
this issue on wheel, axle and gear maintenance as followed 
on the Brooklyn Rapid Transit System, it is well to call at- 
tention to the fact that it is now almost a decade since 
this company began the policy of car maintenance which 
is still in force. The standardization of widely varying 
equipments -was the first object, but this work was accom- 
panied by a drastic change in organization whereby the 
all-around shops for given territorial divisions were re- 
placed by specialty shops for the entire system. Enough 
time has now elapsed to prove that every expectation as to 
the wisdom of these changes has been fulfilled, and more 
than fulfilled, in the attainment of greater, safer and 
cheaper mileage per car. This is demonstrated, for ex- 
ample, by an increase in the winter Surface car mileage 
from 70.7 miles a day per car in 1908 to 85 miles a day in 
1912; an increase in miles per defect from 2015 in January 
to June, 1907, to 3872 in January to June, 1912, and an 
approximate decrease of 15 per cent in maintenance cost 
per car mile for the two semi-annual periods named. Stand- 
ardization as carried out in Brooklyn implied much more 
than an effort to decrease the number of supply parts or 
to reshape worn parts for use on smaller equipment ; it 
was really directed at the far more important end of so — 
modernizing the running gear of the older cars that fairly — 
uniform bases for inspection and overhaul would be possible — 
throughout the system and cars would be available for 
conditions harder than those for which the original equip- 
ment was designed. To attain this result meant an exten. 
sive program, It included improved methods of me 
lubrication, secured not through superficial changes 


secure proper lubricating channels and reserv 
the adoption of tin-base bearing metal. jee mI 
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the use of better materials for wheels, axles, gearing, 
check plates and other similar parts, the installation of 
brakeshoe slack adjusters on elevated cars and numerous 
electrical changes such as the adoption of fireproof in- 
sulation, coil impregnation, slotting of commutators and 
standard arrangements of motor leads. 

Complementary to these practices was the thorough reor- 
ganization of the mechanical department under W. G. 
Gore, superintendent of equipment, upon the basis of spe- 
cialization in maintenance. The same buildings and much 
of the same shop equipment as hitherto were utilized. 
However, instead of having several self-contained but 
poorly co-ordained shops, the wheel, axle and gear work 
was centered at one place, the electrical work at a second, 
the curtain and sign department at a third, and so on. This 
specialization accomplished at least four valuable ends. It 
became practicable to engage fewer but more skilful work- 
men so that better work and a lower total labor cost were 
obtained for a given output; it resulted in the choice of 
the best available machines and the attainment of a higher 
use factor for them; it eliminated much dead mileage by 
the use of a few distributing cars, and, most important of 
all, it made possible the creation of a staff in which each 
foreman is a specialist who is held solely responsible for 
the grade of work and the scrapping of material handled 
in his department. It is impossible in the compass of a few 
words to explain how much the last policy alone has meant 
to the company in eliminating waste and the contradictory 
practices of different maintenance foremen. Another fea- 
ture in the work of the mechanical department has been 
the application of mileage contracts for lubrication, brake- 
shoes and trolley wheels. Experience indicates that this 
form of contract is very desirable under the conditions of 
supervision and co-operation that obtain on the Brooklyn 
system, 

The operating lesson to be gained from the car main- 
tenance practice of the Brooklyn Rapid Transit System is 
that it pays to keep the rolling stock not only at its origi- 
nal: efficiency, but even beyond that, if such improvement is 
demanded by the need for more mileage per unit. Had 
the company not adhered to this policy, it would have been 
obliged to spend vast sums for new equipment at a time 
when the exact character and extent of the traffic being 
developed on several new routes were in doubt, and fur- 
thermore it would have been forced to buy cars at a time 
of kaleidoscopic changes in rolling-stock standards. It has 
been the feeling of the management that there was no more 
reason for permitting its cars to lapse in efficiency than 
for allowing the active units in its power plants to fall be- 
low their original output. The experience of the company 
also indicates the fallacy of the belief that almost any 
kind of labor will do for a car maintenance shop. Of 
course, the inspection of brush and bearing wear or the 
filling of an oil cup are not complex tasks, but the conse- 
quence of their neglect is so costly that intelligent labor 
and detailed instructions are a necessity. There is no valid 
excuse for permitting cars to become unreliable, inefficient 
and noisy because of such curable ills as cheap, badly 


Jubricated bearing metal, broken axle caps, poorly meshed 
gearing, dirt-filled gear cases and the like. 


% 


In conclusion, it is well to point out this company’s desir- 
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able practice of using checking means, like telltales and 
clearance diagrams, to distinguish real from apparent car 
defects. If the telltales at a maintenance shop permit a 
car to pass without giving an alarm, the defects due, say, 
to fouling track or overhead interference must be sought 
for in the work of the way or line department instead of 
in that of the car maintenance forces. Thus a simple me- 
chanical means is provided for insuring the correct align- 
ment of released cars while possibly exposing those weak- 
nesses in way and line which otherwise might not be de- 
tected until they had become a source of danger to equip- 
ment or passengers or both. 


THE CREATION OF FREIGHT AND EXPRESS BUSI- 
NESS IN ISOLATED DISTRICTS 


The article on “Freight Business on a New England 
Electric Railway” which is printed elsewhere in this issue 
brings out with almost startling emphasis the difference 
between competing for freight and express business in a 
populous district and of actually creating it in a territory 
with scanty population. Furthermore, the experience of 
the company, the Providence & Danielson Railway, proves 
that even such densely settled states as Rhode Island and 
Connecticut may have a “hinterland” or back-country which 
is waiting for some enterprising builder of electric railways 
to locate, develop and exploit its treasures. 

It is a commonplace of history that immigration tends to 
follow the river valleys because they are the paths of least 
resistance; and in later days the steam railroads have fol- 
lowed the water-level route wherever possible, both to serve 
the existing populations and to build and operate their lines 
at lowest cost. It has remained for the electric interurban 
railway to develop the more rugged by-ways, which have 
often revealed the same natural riches as territories which 
were more accessible by the older means of transportation. 
The section opened up by the Providence & Danielson Rail- 
way is so close to the great market of Providence that it 
seems almost inconceivable that it should have remained 
practically closed country so long. The fact, however, that 
it rises to an altitude of 759 ft. above the nearby coast 
may explain why the settler and the steam railroad passed it 
by for easier conquests, and it remained with but little 
change in conditions during the past 200 years. 

When the projectors of this electric railway examined 
this territory they found little more than a few stagnant 
villages and some discouraged farmers, but a closer study 
of the country itself disclosed an enormous amount of 
virgin forest, undeveloped granite quarries, ice-producing 
lakes and promising fruit and dairy land. It was not 
enough, however, merely to furnish the means for trans- 
porting these products. It was just as needful to encourage 
the investment of capital in order to exploit these resources, 
to find a profitable outlet for each product and to arouse 
long-dormant communities to the new possibilities. These 
ends were obtained only by persistent, personal solicitation 
among producers and distributors. Each class of business 
had to be built up from little or nothing, but the result was 
invariably successful because it was based upon the funda- 
mental principle that the sale of each product should insure 
a profit to the producer as well as to the carrier. 


‘. 
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Brooklyn Wheel, Axle and Gear Practice 


Experiences of the Brooklyn Rapid Transit System with 


Handling Them—Axle Standardization and Improvement—Betterments 


Steel Wheels for Elevated and Surface Work and Methods of 


in Gear and Pinion 


Practice—Specifications for Wheels and Axles 


The present article is the first of four which are to 
appear in these columns on important work which the me- 
chanical department of the Brooklyn Rapid Transit System 
has done since the beginning of the program of car equip- 
ment standardization which was described in the ELectric 
Rattway Journa for May 29, June 12, June 19, June 26, 
July 10, July 24 and Aug. 21, 1909. The efforts of the 
management did not stop with the original program but 
were extended to take advantage of radical improvements 
in car material and apparatus which were unknown when 


Wheel No.37221 


Electric Ry.Journal 
B. R. T. Wheels, Axles and Gears—Tread Wear of Two 
Rolled-Steel Wheels After Running 89,638 Miles 
Without Any Lathe Treatment 


Wheel No.37204 


standardization was inaugurated. This article will be de- 
voted exclusively to the company’s latest wheel, axle and 
gear practice. 
EXPERIENCE WITH SOLID STEEL WHEELS 

In 1905 the Brooklyn Rapid Transit System began to use 
the solid steel wheel and to date it has purchased 6000 ele- 
vated wheels for motor and trailer service, to replace steel- 
tired wheels, and 23,250 rolled-steel wheels for surface cars, 
including 5500 21-in. diameter pony wheels, to replace cast- 
iron wheels. This change has been made so rapidly that on 
Oct. 15, 1912, 75 per cent of the elevated wheels and 95 per 
cent of the surface wheels were of the later types. The 
results with these wheels have been more than satisfactory 
as they have far exceeded the original estimates of life and 
reliability. Thus it has been calculated that under the sur- 
face cars the steel wheel would save money if it gave a 


As to records: Of the original surface wheels still in ser- 
vice, one pair, numbered 20,302 and 20,295, ran 199,916 
miles from May 7, 1907, to Sept. 10, 1912. Again four 
pairs which had been scrapped on account of low diameter 
show an average life of 165,140 miles. The actual economy 
of the steel wheel in cost of material, allowing a life of 
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B. R. T. Wheels, Axles and Gears—Record of Surface 
Wheel 


165,140 miles, is indicated by the fact that this makes the 
cost only $0.112 per 1000 miles compared with $0.156 per 
1000 miles for casi-iron wheels averaging 35,000 miles each. . 
Among the original sample pairs of elevated wheels which 
are still in service are Nos. 9181 and 9184, which were ap- 
plied to the trailing truck of a motor car on June 30, 1906, 
and which had already run 243,645 miles when last checked 
up on Sept. 10, 1912. A similar pair in like service, Nos. 
9186 and 9193, had run 250,860 miles from June 30, 1906, to 
Sept. 10, 1912. ; 

The foregoing records have been transcribed directly from 
the cards which record the history of every wheel on the 
system. These cards have been previously described in 
these columns, but four of them have been reproduced to 
show in what careful detail the wheel records are kept at 
the office of the superintendent of equipment. It will be 


BROOKLYN RAPID TRANSIT SYSTEM Cferazeo 
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B. R. T. Wheels, Axles and Gears—Record of Surface 
Wheel Scrapped for Low Diameter 


minimum average life of 120,000 miles, but in practice the 
average easily exceeds 150,000. miles. Not only has the 
steel wheel shown greater longevity, but it has also practi- 
cally eliminated the troubles which were formerly experi- 
enced from flat spots, flange breakage and chipping, which 
could not be avoided when cast-iron wheels were used. 
With cast-iron wheels in general service, it was often neces- 


sary to have every grinder working twenty-four hours a 


day to keep the road going. 
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B. R. T. Wheels, Axles and Gears—Record of Elevated 
Wheel Scrapped for Low Diameter om. 


noted that the cards always bear the axle number and the 
number of the mate wheel. 

A graphic example of the possibilities of the solid steel 
wheel in elevated railway service appears in the first cut, 
which shows the tread wear of two of the early Schoen 
wheels, Nos. 37,204 and 37,221. These wheels were 
mounted on Peckham No. 40 trucks which had flanged 
brakeshoes with chilled ends. With car light, the weight 
upon each wheel was 10,825 lb. The illustration show 


j 


shop and under one man. enar 
_foremen no longer have the privilege of absolute rejection 
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appearance of the wheels after they had run 89,638 miles 
and made approximately 268,914 stops before they required 
turning. These wheels were placed in service Aug. 19, 
1907, and inspected Aug. 3, 1909—a period of one year, 
eleven months and fourteen days. The records follow: 


E Wheel Data. No. 37,204. ING ouree ie 
hes CEN os dda ere Ieee nae Son eae 13-32 in. 15-32 in. 
Diameter new wheel.....0...0......0.0000 00s 34 in. 34 in. 
Miles per 1-16 in. radial wear............... 13,790 11,951 
Reduction in diameter per 10,000 miles...... 0.0906 in. 0.1045 in. 


The company was also a pioneer in the adoption of solid 
steel pony wheels, described and illustrated in the ELEcrRIc 
Raitway Journar for July 10, 1909, and March 11, rgrt. 
The wheels are of 21-in. diameter, of Carnegie manufac- 
ture, and are used on about 2800 maximum traction trucks. 
These wheels have also proved very satisfactory in elimi- 
nating chipped and broken flanges. 

In connection with the foregoing records, it should be 
added that an article entitled “Solid Steel Wheels in Brook- 


roe : - 5-L/se Approx. ~-— = 
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every mile consistent with safety. All that the foremen are 
expected to do is to see that the wheels are worn.to but 
not below the scrapping dimensions which are specified by 
the superintendent of equipment and that flanges are worn 
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B. R. T. Wheels, Axles and Gears—Record of Elevated 
Wheel 


in accordance with limit gages. The Eastern Division 
elevated shops were selected for all wheel, axle and gear 
work as they already had the best facilities for this purpose. 
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B. R. T. Wheels, Axles and Gears—Three Styles of Gages for Wheel Work 


lyn,” published in the ELecrric Raitway JournaL for June 
3, I91I, gave records for solid steel wheels which had 
been installed and operated between December, 1906, and 
October, 1909. This article also explained that the Brook- 
lyn company cannot use the standard wheel of the Ameri- 
can Electric Railway Association because its track condi- 
‘tions demand a flange 1 in. wide at the gage line and 5% in. 
high. It also brought out the interesting fact that the ini- 
tial greater weight of the solid steel wheel really is not an 
important factor in energy consumption, for when it reaches 
about half its limit of wear the steel wheel weighs less than 
the cast-iron wheel. 
CAUSES FOR LONG LIFE OF STEEL WHEELS 

The excellent results which have been attained with steel 
wheels may be laid to two causes—first, the high quality of 
the wheels themselves and the use of a tread and flange ex- 
actly suited for the standard B. R. T. rail, and, second, the 
policy of concentrating all wheel and axle work at one 
The individual maintenance. 


because ‘one expert has been made responsible for getting 


‘a ty 


Before sending wheels to the Eastern Division elevated 
shops the local foremen are instructed to see that the wheels 
have been worn to the specified scrapping diameters as 


I.—ScrapPING DIAMETERS OF STEEL WHEELS. 
ELEVATED DIVISION. 


TABLE 


n 


Description of Wheels. crapping Diameter. 
33-in. steel-tired wheels............... Sard eR akbchon cus shot nett oe 30 in. 
30-in. steel-tired wheels. 1.55 6556 vee 2 es.s oe heft ads Veeth ot eee 26 me 
344-in. solid steel motor-truck wheels (74-in. rough bore, used 
under Type 1400 cars only)....... yaa ral easiest oes ae i 
34-in. solid steel motor-truck wheels (6}-in. rough bore)........ 30. in. 
34-in. solid steel trailing truck wheels (5?-in. rough bore)....... 
31-in, solid steel trailing truck wheels............000e.cee000. : 
Wheels under trailing trucks of Type 1400 elevated motor cars, which 
operate in Rockaway Beach service during summer months, are removed 
from these trucks when they reach 29 in, diameter and are used under other 
cars until they reach 264 in. diameter. 
SURFACE DIVISION. 


Description of Wheels. Scrapping Diameter. 


33-in. solid steel wheels (service Car)........... 6. ese eeee eee et in, 
31-in, solid steel wheels (service Car).....-.. 0.6 eee ee sence eee 284 in 
31-in. steel-tired wheels (service Car)........,s5s es scseteeeeeee 29 in. 
3-in. solid steel wheels, which had 3-in. rims (passenger cars)... . 28% in 
33-in. solid steel wheels, which had 24-in. rims (passenger cars). . 23 in 
in 


34-in. solid steel wheels, single and maximum traction truck drivers 


-in. solid steel wheels (pony)........ iets hints reise Nita, aiage sate 19 in. 
Bia: solid steel wheels (pony), new design, with additional metal ' 
placed on inside dh wticd eels gh ca ae a OPAC a SONS Ae 184 in. 


given in Table I for the elevated and surface divisions 
respectively. ‘. ‘ 
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In reference to Table I it should be stated that a special 
pony wheel with a deep-dished web was necessary on ac- 
count of interferences with the journal boxes on some old 
side-bearing maximum traction trucks. 

INSPECTION AND GAGING OF STEEL WHEELS 
When the wheels are received from the maintenance shops 
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wheels and axies before they leave the Eastern Division 
elevated shops to see that they are in accordance with the 
company’s standards. Both wheels of a pair must be within 
1/32 in. of same diameter. The standard inside-gage meas- 
urement to which all elevated wheels must be pressed is 
4 ft. 534 in. Wheels are considered out of gage if they are 


Taste Il.—SHowine CLEARANCE Ficures ror Evevatep EquipMentT As PER Drawinc BELow. 


Car Series. Builder. Date. 
PRECIO. OH EO- 51; cde! deca v seuss clemrs Parlin sets enact w eters: teva 1884 3 
SeetOur2 ds 127) tO 13250 Saceneeee Gilbertyn. cate cmie le eee ieee 1887 3 
BOS GO 1S 7:3 Sotelo eines ns ceuinimae Padlniain Yer io drones pidnatcteve sens 1991 3 
BSS. Tol O0 1. tata cre crakerwsete a Deolons Bradley be 1993 3 
FOU TO 296 we iserae anata eesee Bilimat a atecdinca oat ars 1888-1889 3 
BOT EO DIN octets ttevayaie oelite eth Harlan & Hollingsworth..... 1893 3 
600, 601, 683, 833 to 858........ Gilberts seateceacloas st icen 1887 3 
OD2) 0:61.45 oio5 0 sveaudeelh alate Stevelail Ptallmattay dre consnsreteistera stats + 0. 1891 3 
GUS a GTOS 8S OS ire cis aoe BTAGIOY sa cclalsine o folaien hl ciere 1893 3 
620040627220. e tonceecuse ein Pullen seater. ote icetetcae ale, t 1898 3 
G2BS0 OSD OX bettas cies es Peyel | ert ori ae, Serer ees 1900 3 
O55 CO GR 22a. eects Sun ec JOWEES cei cise taneckan ore oie bien 1901 3 
700: to. 743, 745)60.758. 00002. a8 Pullman ee ets to ew icine 1888 3 
800-16, 318-20, 822-832......... Perit ay cient cite ah erwial tee 1884 3 
DOO OOS SO as ettian eaters a 1898 3 
O36 So anew o's wile pa eae Rae 1888 3 
1000-1078, 1080-82,1119 1903 3 
1200! £0 0129955 se hey ohare 1904 3 
P3O0 3043 99T0 ee Anes om eee Cine 1905 a 
1400 to 1499 except 1448 & 1482. . Jewett, 1907 3 
BLT ott Austakineeeirlan ta teinne Pkt CON coh cited ice geste 1909 3 
LOTS WINS Lo de thes econ Stephensowe. a. .ayhoreawie 1903 3 
SAE Nore oe cree ie tee cen ak, bere SL ALIS Gos oer, iarecate ete onas as 1910 3 
DOR came ci csitets, dete Gree arcana Mat eioeny Panos, Go CORe oie air tei Se tp 1908 3 
L428 91482 eee ean. PPE NCO wea ie che teciceet eee tote 1910 3 


ise Bis G. D. E: 1h 

ft. in. LOS in, Skt R74 ave eres eae Wena 12 ft. 4} in. 
ft. 37 in. Ret O ae ten Jet Pay arbi oor sane . 12: ftiGweine 
ft. 3% in. 10. sins Bit, Thin) cee 12 ft. 6 in. 
ft. 4. in. | 10} in (Bt) Tedn eeey ome 12 ft. 64 in, 
ft. in. 10gin, 8 ft. 73 

ft. in. 103 in. 8 ft. 73 ‘ in 

ft. in. 10 Finsee eet. 13° ft: 28 ins 12 tbe in 
ft. in. 10. in. © 8 ft, 74 in. °13 ft./35 in) “AZ tog ane 
ft. in. 10} in. 8 ft. 72in. 13 ft. 34in. 12 ft. 6%in 
ft. in. 10$ in. 8ft. 72in. 13 ft.3 in. 12 it. 64in> 
ft. in. 94 in. 8ft. 7Zin. 13 ft. 44in. 12ft. 8 im 
a4 in. OF Is.“ seam cstemiere 13 ft.4 in. 12ft. 74 im 
ft. in, 109431, irises 13 ft.6%in. 12 ft. 9§ in 
it. in. 104 in. 8 ft. 72 in. 13 ft. 1g in. 12 ft. 53 in* 
ft. in. 109 int “1S F617. 2 anaes sees 12 ft. 10} ine 
ft. 4} in. 10-10. Sev adeoe ekeaeme ee Gus, AQfte OS ane 
ft.3 in. 10ft.4¥in. 8ft. 9 in. 8ft. 7Zin. 13 ft. 2}in. 12ft. 541m 
ft.3 in. 10 ft: 4fin. 8 ft. 94 in. Sft.7}in. 13 ft.3 im) 12 ft) 54 an* 
ft.3 in. 10ft.4%in. 8ft. 9Fin. 8 ft. 7fin. 13ft.3 in. 12 ft. 54 ine 
ft.3 in. 10 ft.4$in. 8 ft. 9Fin. 8ft. 7}in. 13 ft.3 in. 12ft. 54 ime 
1 ae fo ey in Bis Sit. 9 in. 8 ft. 72in. 13 £t.3 in, 12 ft. 5am 
rhe pale ota Sit. Skin, Sit. 7iin. 13 f1:3 ans) 12 eseae 
i Re Way bole es ce SA 8 ft. 94 in. 8 ft. 7Zin. 13 ft. 3 “in i2eheag 
Eticdag litre hee ears 8 ft. 82 in. 8 ft. 72ims 13 ft.3 in. dla sei 
ft3) pias) ace ae 8 ft. 9Fin? 8 ft; Thine 13 ft)3 inl 2a 


they are carefully checked with gages for defects and 
dimensions by the special inspector to determine whether 
they can be returned to service without any attention in the 


1 se Shop 


3 Cells Dry Battery 


Automatic Drop 
1 Req’d.Per Insp, Pit, 


less than 4 ft. 514 in. or more than 4 ft. 5% in. The accom- 
panying drawings are presented of the various types of 
gages used. Some of these, of course, are also furnished 
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to inspection pit and design of gage board 
B. R. T. Wheels, Axles and Gears—Details of Electric Motor and Gear Ca 
Cars 


wheel shop. If any work is found necessary or if the 
wheel or axle has reached the scrapping limit, the inspector 
so indicates. The same man also examincs the finished 
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wheels, as well as the standard gages for mounting and in- 
specting wheels on surface trucks of Brill maximum trac- 
tion, Peckham 14-D-5, M.C.B. passenger and M.C.B. dia- 
mond-frame freight trucks. 
TELLTALE DEVICE FOR AUTOMATIC CHECKING OF ELEVATED CARS 
On account of unusual conditions experienced on the 
elevated lines, the underneath clearances between bottoms 
of gear cases and motor shells and tops of house tops for 


F - - 35941 - . + 
}#—— - —6/234!"—- gee eak S777 ~l 
= 1 
-——_| —_- 44 - 
2 
= fe | 267-271 Sette gos 650 Series 
Ventilator, if 700 Series aN 
1,000 & 1,| 
eries i 
Marker Light. ; 
1,000 & 1,100) 7, > 1,000 & 1,100 Series 
Series 210364 - = 
Marker Light 1,200-1,800 & 1,400 Series 
900 Series 
i om: . Note :- 
; ind Oarbody outlines are drawn with 
t a] Car Light 
; is h 1,200-1,300 & 1,400 Series } 
t Pi j a c Tey re 
1 {I 2 -—3 57 ~ 
pee Seat ago = = 
H a 4/3 3gh— = - - 
1 H 
t 
1 a: 
Dp ss 
i) 
Reb 
| ' 
1 
1 
i] 
; I 
AS B 
ce 
i) i 
pik l 
' 
‘ 
| | 
' 
1 
| yi 
yee | 
14 to Nearest Station 
Platfor 3 to, ft x ‘ 
Station H -———— -—_—_ -—_ 418% —__——_ 
Platform! | H 
' we 
rh 
1) } ‘ 
tial 
y 1 
i 
il ih Ih . { —s 3"tin-- = 
Ht & \ i eo : 
fle j 3 
£ y, 1907 American g % 
ts a || Loco. Motor B ~« 
jeu o ( Truck 
i € a” ‘ 
{5 Eg Brin 7 & 1907 American 
iy fe ee a! ry BOX =N a te Loco. Motor Trk. orgy -—>! 
| 8 | Over Contaot S) ‘lg J } 50-B - Moto! 
& y ‘ Bhons TK ae 3800 Motor 
2 : Pe'd) 3X} SEF (a at 
: ue aN eee 
F = os 
. Gibbs Suspension | & - 
i | on Bri ‘ruck a 
Standard 6x 7” |2 
aes Guard Timber | 3 


B. R. T. Wheels, Axles and Gears—Half-Section Showing 
Clearance Lines of Different Types of Elevated 
Rolling Stock 


switches, as well as other special trackwork, are very scant, 
especially when combinations of worn wheels, motor sus- 
pensions and bearings and worn track and track sunken in 
ties are encountered at the same time. A careful study by 
all concerned in the departments of both the engineer of 
way and structure and the superintendent of equipment 


was conducted to determine the maximum clearances per- 
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missible, and the results of the study are shown in the 
drawing on this page. 

In order to simplify the work of checking to see that 
wheels and other parts had not been allowed to wear beyond 
limits, arrangements have been made to install electrical 
telltales at the head end of each track in each of the three 


TasLe III.—SHowinc PErMIssiBLeE VARIATIONS FOR ELEVATED EQUIPMENT, 
Brooktyn Rapip Transit Company. 


HORIZONTAL VARIATIONS TO BE ALLOWED FROM OUTLINE SHOWN. 
Truck: 

End wear of journals 

End play of brasses 


Total 


PIN ea leche 5 Nese Cperave teva aye nsoraity oe shea cine enco's P'aee alate oro eee 


VERTICAL VARIATIONS TO BE ALLOWED FROM OUTLINE SHOWN. 
Motor shell for track clearance: 


CaTObejyOurna Sand DTAaSses we ob eeeehey oesag te eostovene ay Vamieiens rielakelete« 4 in, 
RaACIAWes TON WHEELS seem a, nom ee ce oes wee tee otaete Oo ee me / Sie 
CONStruCHonal VarIAtiOn sir aro Ae sicla ch ate alet a eeiace cue Scie Ske = 4 in. 

ANS 21 REN i Sa ae RT ean need Re” a A eR SO ae 24 in 

Motor gear case for track clearance: I 
NWreanotmotor bearings erouen a ccc cinch <heeneten wee RCs $ in. 
Radial wearion: wheels isneine ace. steel ye.d a ticsele© sel perete, vispatere ster 2 in.™ 
Coustructional! Varia tions: ose paca tere oss iv ea sae eae See oS 3 in, 
Fle A ae a, Se Oe ERR Sener, ann AAA a 2% in.t 

Trucks for track clearances: y 
Wrearotsoucnals:and [brassess dun ca). Jeo clas +yicciie leteis nave % in. 
RG dialiwear Gn wheels tcl nh semis tam oct a tnvenye Adit re ens oie 2iaias 
Conatructional varia tions asctre denn bist misled cue otal chin eto ate % in, 
IYOy EE en fake le ee Oa ERMC e MP OR me fT ork ee Se coke 3) 7) 333. 

Car bodies, for overhead clearance: 5 
Consttiichionalva ria tions. cee foie uv bbe etal «ee mura leila res j° in, 


*14 in. for 1400 motor trucks. 41% in. for 1400 motor trucks. 


elevated inspection shops, as shown on the opposite page. 
Every car which leaves the inspection shop must pass over 
these telltales, and if the predetermined clearances for the 
motors and gear cases are not present an automatic bell 
circuit is completed to indicate that some car in that train 


B. R. T. Wheels, Axles and Gears—Wheel Set Gaging 


Therefore, any cars that will 
leave the inspection pits without rubbing the telltales are 
sure to have sufficient clearances to paSs over any portion 
of the, elevated lines, if proper track conditions obtain. 


988 ELECTRIC RAILWAY JOURNAL 


WHEEL-HANDLING FACILITIES AT EASTERN DIVISION ELEVATED 
SHOPS 

The policy of concentrating all wheel work at East New 

York necessitated some improvements in the machinery for 

handling it. Late in 1911 two of the three Pond wheel 
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vogue as the numerous changes in the wheel-handling 
facilities have made it impracticable to fix a fair piece- 
work price. 

The Baush 48-in., 1o-hp vertical boring mill shown on 
page 989 was bought in 1910. It has a five-tool turret head 


lathes had their 15-hp motors replaced by 40-hp motors, with the Wellman company expansion boring bars. It is 
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B. R. T. Wheels, Axles and Gears—Hydraulagraph Record, Showing Sudden Variations in Pressure Due to Shoulders 
on Axles or Other Causes ; 


and new spool castings with heavier face plates, new drivers 
and pneumatic tool clamps were installed. The rugged con- 
struction of the lathes made it possible for the company to 
take advantage of high-speed operation so that the output 
of each machine was raised from five pairs to ten pairs of 


B. R. T. Wheels, Axles and Gears—Approved Set of Wheels in Press, Showin 
Is Used to Record the Wheel Pressure 


wheels in a ten-hour day. The ch inges mentioned have 
produced such an increase in capacity that at present it is 
unnecessary to use the third lathe. The average cost for 


turning wheels is about 1 cent per i in. diameter removed 


This figure is based upon the day rate whicl) is still in 


used-to bore wheels, gears and compressor cylinders. The 
other boring mill is a 42-in. Putnam machine driven by a 
744-hp motor. The output of this old mill has been in- 
creased about 30 per cent since the summer of 1911 by the 
installation of Davis expansion boring bars. 


g at the Right the Hydraulagraph Which 


- 

he 300-ton, 74%-hp Putnam wheel press is of the stand- — 
ard type, but there is used in connection therewith a pressure — 
recorder known as the hydraulagraph, which is made by 
the American Steam Gage & Valve Manufacturing Com- 
pany. This instrument gives an excellent check on the 
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ability of the wheel-press attendants as its operation pro- 
duces a curve which indicates the changes in pressure 
throughout the process of mounting a wheel on the axle. 
The meter also has a good moral effect upon the men who 
fit wheels and finish axles and bore wheels, because the 
record indicates any irregularities in machine work, etc. 
The record roll consists of a strip of paper on which the 
ordinates represent the rise in pressure in tons and the 
abscissas the number of inches along the wheel seat. All 


wheels pressed on which do not show the proper tonnage 
increase per inch along the wheel seat are rejected. Rejec- 
tion is based upon such indications as drop in pressure 


B. R. T. Wheels, Axles and Gears—Completing the Finish 
of an Axle by Rolling 


toward the end of the application or unusually rapid in- 
crease in pressure due to some obstruction on the axle and 
indicated by sudden breaks in the curve. The record roll 
has a serial number which corresponds to a given wheel 
number, and the name of the pressman and wheel fitter is 
also added to identify the responsible person. The entire 
record strip is removed from the meter every twenty-four 
hours and checked by the foreman machinist and is then 
sent to the office of the superintendent of equipment. Sur- 
face wheels and gears are pressed on at 50 tons to 70 tons 
and elevated wheels and gears at 60 tons to 80 tons, or 10 
tons per inch diameter. 

The several wheel-handling tools are placed along the two 


B. R. T. Wheels, Axles and Gears—General View of Axle 
' Lathe 


bays nearest the windows of the shops. The wheel and 
axle section is provided with two of the three 2%-ton 
Cleveland electric traveling cranes installed in this shop 
in addition to the crane for handling trucks. The second 
2¥,-ton crane in this section was added recently. 
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RETURN AND REPLACEMENT OF WORN WHEELS 

The worn wheels are returned to East New York, and 
new wheels are supplied to the surface maintenance shops 
by a single flat car which is scheduled to visit each over- 
hauling center twice a week. Formerly these visits were 
made three times a week, but such frequent service became 


B. R. T. Wheels, Axles and Gears—Improved Lathe with 
Pneumatic Clamps 


unnecessary as soon as sufficient stock could be supplied to 
each shop. However, the flat car does not visit the shops 
in accordance with the schedule unless new wheels are to 
be delivered or the shop foreman telephones to headquarters 
that the car should call for worn-out wheels. Under these 
conditions only one crew is required to take care of all 
wheel and axle distribution. The fact also that this car 
averages only 180 miles per six-day week indicates how 


B. R. T. Wheels, Axles and Gears—Multiple-Turret Boring 
Mill 


great a saving in mileage can be made by bringing car 
equipment to the places where the cars are housed rather 
than by taking the cars to distant shops for every change 
in such parts as wheels and axles. 

This flat car is furnished with a derrick which enables 
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fit and motor bearing fit were increased to 4 in., 4 9/16 in., 
454 in. and 454 in. respectively. This entailed the use of 
new motor axle bearings with 4.645-in. bore, just like those 
used on 434-in. and 5-in. diameter axles with Westinghouse 
68 motors. New axle collars bored for the 45¢-in. axle were 
also required in connection with this change, and the exist- 
ing journal boxes had to be rebored for a larger dust collar 
seat. 

Brill 22-E and 39-E Peckham 14-D-5 and Standard 0-36 
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B. R. T. Wheels, Axles and Gears—Detail Dimensions of 
28-in. Rolled Steel Wheel for Low-Step, Center- 
Entrance Car 


and 0-45 maximum traction trucks are being supplied with 
a pony axle made from worn 4-in. diameter driving axles 
and have larger dust guard and wheel fits. This change 
requires alterations in the journal boxes. New check plates 
are also provided. 
CHANGES IN ELEVATED AXLES AND RECLAMATION OF THE 
OLD AXLES 

At this time the elevated lines are operating with Bald- 
win, Brill, American Locomotive and Peckham motor trucks 
and St. Louis, Wason, Gilbert and Pullman trailer trucks. 
The standard motor axle diameter for the Baldwin, Brill 
and Peckham trucks is 6 in. with 4%4-in. x 8-in. journals, but 
the American Locomotive truck has 6%-in. diameter axles 


ELECTRIC RAILWAY JOURNAL 


[Vor. XL, No. 18. 


or having seamy or pitted journals, fillets in back shoulder 
worn out or collars broken off or worn to % in. or less 
under fair usage. 

Rule 24, Master Car Builders’ Association: Cut journals, 
axles bent, or axles rendered unsafe by unfair usage, de- 
railment or accident. 

Axles less than the prescribed limits, conforming to Rule 
No. 23 of the Master Car Builders’ Association, are tabu- 
lated in Table IV. 


Taste I1V.—SHow1NG PRESCRIBED Limits ror AXLEs, BrooKtyn Rapip 
- TRANSIT COMPANY. 


Max. 
Size of Dia. of Load Min, Min. 
Truck Motor Carried Diam. Dia. 
Journal. Journal. per Truck Motor 


Type of Axle Axle, Lb, Journal. Journal. 


Elevated Division: In. In. In. In. 
1907 elevated: motor truck..... 5 x9 64 23,760 4 ©56 
Peckham No. 40 motor truck... 44x8 6 20,736 32 5. 
Peckham No. 40 trailer truck... 44x8 ...... 20,000 37. een 
Brill elevated motor truck..... 44x8 6 19,683 32 5} 
Brill elevated trailer truck..... 42x8. - Stee. 18,975 34°-) Ose 
Baldwin motor truck.......... 44x8 54 19,290 34 5 
Pullman trailer under motor 

CATS scien pTe cal oie cae cera x64 0°"9 Ses: 17,700 34 Ae 
Pullman trailer under trailer 

COMB Sock eee eis eee *3420) 0s) eae 14,000 3’. 2 fsa 
Gilbert trailer truck........... *3456" Waa 14,300 3s "7h See 
Wason trailer truck.......:,.- 34x04 (mone 17,300 3h. See 
1907 elevated trailer truck..... 44x8 ...... 19,400 37. eae 
McGuire motor truck.......... 4 x84 5 18,900 34 43 
McGuire freight truck......... 4428.0 ie ea 23,000 33. nee 

Surface Division: 

Standard convertible car axle.. 33x7 43 16,250 32 4% 
0-45 driver....... jigs cigs erate Eien 34x76 *4 14,910 34 3¢ 
0-45 PONY oo o.ce sic eee nierere sunbed a 8,840 24: oars 
Peckham 14-D-5 driver........ 334x733 4 13,670 3 3 
Peckham 14-D-5 pony......... 3 x7#$ ...... 8,196 246 7) eee 
Brill m.t. driver (West. 93)..... 34x68 4} 135350) 3 4 
Brill m.t. driver (West. 68, 81).. 34x7# 4 12,920 2 3 
Brill: fb) Pony. es eee ae 3. Sit) eens 6,570 24." “eeaaeee 
Peckham 14-D-5 driver (BO)... 34x74% 4} 13,230 a 44 
Dupont single... | vase cere 4 16,300 af 3 
Peckham No. 100. 5 23,475 3 4 
Wason (line dept.) 4 11,840 2 3 


*All replacements to be made with 434-in. diameter. 


The axle-working machines at the East New York shops 
consist of two 10-hp axle-roughing lathes, one Putnam 
single-post lathe for roughing only, one Bridgeport double- 
post lathe which also does finishing, and three axle-finishing 
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with 5-in. x 9-in. journals. Complete elevated axle stand- 
ardization is impracticable owing to differences in the de- 
sign of the trucks. The elevated trailer axles of 3Y-in. 
diameter are being replaced by 4%-in. diameter axles of 
open-hearth steel. 

The company has found it very economical to work worn- 
out elevated axles to the smaller sizes suitable for surface 
work. The larger surface axles are cut down in like man- 
ner, so that the only axles that are ever scrapped for good 
are the ponies. 

AXLE PRACTICES—INSTRUCTIONS GOVERNING’ SCRAPPING OF 
AXLES 

The following causes govern the renewal of axles on the 

surface and elevated divisions: 


Rule 22, Master Car Builders’ Association: Axles broken 


. - —4' 814 Wheel Gage 
B. R. T. Wheels, Axles and Gears—Interchangeable Pony Axle 


lathes which consist of a McCabe 5-hp double-spindle lathe, 
a 2¥%2-hp Perkins lathe and a 5-hp New Haven machine. 
All of these tools are driven by Morse silent chains from 
individual motors. The axles are transported by the hoist 
and by low trucks like that illustrated. Se 

When axles are finished a roller is employed to roll 
all journals, wheel and gear seats and finishing sur- 
faces. This practice may appear to be a needless refine- 


were purchased direct. After the gears and whe 
been pressed on the axles and before they are sent o 
East New York shop the wheels are gaged bet 
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inside of the rims at four points equally spaced on the 
circumference, and if variations exceeding 1/16 in. in 
measurement between the rims are found to exist at any of 
the four points measured, the axles are further tested for 
evidence of bending by installing them in a lathe. If found 
to be bent, the wheels must be pressed off and the axle 
straightened. 

When an axle is tested for flaws, it is cleaned thoroughly 
with kerosene oil while in the axle-straightening machine, 
after which it is wiped dry and straightened. When re- 
moved from the straightening machine it is suspended from 
the center and sounded with a hammer on both ends, after 
which it is inspected for flaws, which would be indicated by 
the oozing of the kerosene oil from the cracks. 

PURCHASE OF AXLES 

The Brooklyn Rapid Transit System purchases axles, 
shafts and similar parts under two specifications as follows: 
No. 4-A, adopted on Jan. 30, 1911, which covers the use of 
open-hearth steel for all surface car axles, except driving 
axles for the new center-entrance cars and the axles of 
Pullman, Gilbert and Wason elevated trailer trucks, and 
No. 16, adopted July 10, 1912, which covers the use of heat 
or oil-treated carbon-steel axles for elevated motor trucks, 
for the trailing trucks of motor cars and for the driving 
axles of the center-entrance cars for which minimum weight 
and maximum strength were desired. The present heat- 
treated axle specification follows closely that of the Inter- 
borough Rapid Transit Company, New York. The future 
axles, however, will be purchased under the 1912 specifica- 
tion of the American Electric Railway Association, with 
an additional clause embodying instructions to its inspector 
reading as follows: 

“The inspector is to follow the manufacture of shafts in 
detail and report to the superintendent of equipment on the 
following points: 

“1. Complete chemical analysis of each heat. 

2. Weight, shape and size of ingot before discard. 
3. Percentage discard. 

‘4. Number of shafts obtained from each ingot. 

5. Method of forging, giving weights of hammers. 

“6. All points in regard to heat treatment given in the 
specification. 

“7, Individual numbers of shafts treated together. 

“8. Results of physical tests. 

“The inspector is to obtain the drillings and test pieces 
hereinbefore noted. 

“Upon the completion of the chemical analysis and physi- 
cal tests, the inspector will at once notify the manufacturers 
of the results and will inspect each shaft in regard to work- 
manship, defects and dimensions. All those not found satis- 
factory will be laid aside and will not be further considered 
unless the defects are such as can be remedied while the 
inspector is at the works. 

“Blank forms covering details of inspection will be fur- 
nished by the superintendent of equipment and are to be 
returned by the inspector direct to him when filled out.” 

SPECIFICATIONS FOR OPEN-HEARTH AXLES 

The principal features of specification No. 4-A for open- 

hearth steel axles are as follows: 


Chemical: 
Be UIATS DOE EO ERCOCU Maca iiy cle we oldie ous coe co tee aes 
CS OSAEPE ToC) ae Pel 3 da 7s In er 
Manganese not to exceed.........-..-.- 2 ee eee reece eee 


0.04 per cent 
0.05 per cent 
0.75 per cent 


Physical: 
enaile strength per square inch not less than............ 80,000 lb. 
Elongation in 2 in. not less than...............++ssseeee 22 per cent 
emcte tot As Atle NOt 1699 CHAN. ..de ies ok ee ee eee 35 per cent 


Elastic limit per square inch not less than...............+ 55 per cent of 
tensile strength 


The specification then continues: 
“NUMBER OF TESTS 
“One test per melt is required, taken from forging or 
from full-size prolongation of same, half-way between cen- 
ter and outside, parallel to axis of forging. 
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“The standard turned test specimen, 0.505 in. in diameter 
and 2-in. gage length, is used to determine the physical 
properties. 

“Coupons for test shall be cut from forging selected at 
random, from each heat, by the railroad company’s in- 
spector, The manufacturer is given the privilege of pro- 
viding an extra forging from each heat for this purpose 
or to make all forgings long enough to permit the cutting 
of the test piece. 

“The superintendent of equipment of the railroad com- 
pany must be notified when billets are ready for forging, 
and the work of reducing them to the final forging must 
not be commenced until the railroad company’s inspector 
has examined them and given his approval of same. 

“Drilling or turnings from the tensile specimens must 
be used to determine the chemical properties where check 
analysis is necessary. 

“INSPECTION 

“All forgings must be. free from seams, cracks or other 
defects, and must conform to sizes ordered. 

“The entire process of manufacture from the commence- 
ment of forging until material is ready for shipment sub- 
ject to inspection of the railroad company’s inspector. 

“All tests and inspection must be made at the place of 
manufacture prior to shipment. 

“METHOD OF FORGING 

“Sufficient discard from ingots used for forgings made 
under these specifications must be made to insure freedom 
from piping. 

“Final forgings must be made from billets by hammering 
and must be thoroughly worked through to center. In the 
process of reducing billets to the final forging the area must 
be reduced at least 50 per cent. 

“Forgings that are not specified for truck axles must be 
rough-turned all over except at center, where a 2-in. wide 
collar must be left in the hammered state. 

“Motor truck axles must be rough-turned all over except 
at gear seat, which is left unturned. 

“Trailer truck axles must be rough-turned at journals 
and wheel seats, and centers must be left in their hammered 
state. 

“Tt is intended that forgings shall finish to a diameter 
Yy in. less than the specified rough-turned diameter and 
they must be sufficiently accurate to allow for this. 

“All forgings must be faced and centered for lathe with 
60 deg. centers with clearance provided for point of lathe 
center. 

*“TLength must not be less nor more than % in. over that 
specified.” 
GEAR AND PINION CHANGES—INCREASED GEAR RATIOS 

The elevated railway equipments have been furnished 
since 1909 with the General Electric Company’s grade F 
gears and pinions, the later ones being made from Carnegie 
rolled-steel blanks. At present, however, experiments are 
also being conducted with vanadium steel GE grade M and 
Nuttall BP oil-treated pinions. In order to keep track of 
the wear of these special pinions, a dated impression of 
each one is taken at every overhauling and the record is 
filed in a numbered envelope. An important change which 
is now being made in the surface gearing equipment is the 
replacement on a maintenance basis of the cast-steel type, 
with open-hearth or crucible steel gears and pinions, by 
Grade F material as on the elevated lines. There are also 
on trial fifty Nuttall grade SS oil-treated gears and pinions. 

In October, 1907, before the adoption of the improved 
material, the company began to make an increase in gear 
ratios on a maintenance basis throughout the system in 
order to economize energy consumption without lowering 
the net running speeds. The change in the ratio of the 
elevated equipment was completed in May, 1911, and 90 
per cent of the surface work had been completed by 
November, 1912. The changes for the different types of 
motors were as shown in Table V. 
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‘YastE V.—SHow1nc CHancEs 1n Gear Ratio, Brooktyn Rapip TRANSIT 
CoMPANY. 
Wheels, , : 
Motors Diameter Old Gear Ratio. New Gear Ratio. 
f in Inches. 

Wess oe Pr ee 33 14:68=4.857 No change 
W-8iixeen eee 33 18:68=3.777 16:/0= 4.375 
W-93, Se itoe = 33 19:68=3.579 17:70=4.118 
WisO3 1A. rarcte ese 33 17:70=4.118 o change 
WirlO Dee jena ee 33 16:68=4.237 14:70=5 
W=SOB voc sabes 36 17:52=3.06 No change 
IW =DOEE aint 76 34 19:52=2..737 17:54=3.176 
IW SOL sie eis’ 34 19:52=2.737 17:54=3.176 
W'=300%.5 oo acer ak 34 19:64=3.368 No change 
xit-O4,c8 sore 33 19:68=3.579 17:70=4.118 
GEHSOVeacts. 3s 33 17:69=4.059 16:70=4.375 


The benefits obtained from this change of the gear ratio 
made to meet the conditions imposed by an increase in the 
number of stops are indicated by the typical case shown 
in Table VI. 

CHANGES IN OPERATING PRACTICE 

Early in rg1o the company began to install gears on new 
surface car axles without keyways, although no change was 
made in the pressure standards. Notwithstanding this, no 
loose gears have yet developed on these axles. The keyway 
of the Grade F pinion was also changed from square to 
taper, thereby leaving more metal in the pinion and reducing 
the breakage. In general, no attempt is made to keep other 
than individual mileage card records of gearing life, but 
profiles and other data are taken when a special investiga- 
tion is under way. One of the accompanying drawings 
shows a gear and pinion record which was made during a 
series of tests on three types of gears in 1908 and 1909 to 
determine what type would show the least wear and mini- 
mum breakage. 

Gears are applied on their axles at the East New York 
shops after they have been bored in the regular wheel- 
boring machines or in the lathes. The hydraulagraph used 


TABLE VI.—TyPIcaL CASE OF RESULTS OBTAINED IN CHANGE OF GEAR RATIO. 
Tests Made in Tests Made in 
1905-Gear Ratio 1911-—Gear Ratio 
of Motors, 19:68. of Motors, 17:70 
: Tez 10.3 


Average number of stops per mile...... 


Average number of slow-downs per mile. . 7.9 (hee? 
Schedule’speed; mip ih... 3%. fobs et or 8.2 ged 
Watt-hours per car mile...........,... 2672 2630 
Watt-hours per ton mile......... Ween 150.6 134.6 


on the wheel press also serves as a good check on the 
accuracy of the boring. After the gears have been bored, 
they are trued.with the outside of the gear teeth by describ- 
ing a circle from a fixed point attached to the boring bar 
on the lathe tool post. All new or old gears are inspected 
or checked by the same man who is responsible for wheels 
and axles. If he finds that a gear has been worn below the 


Car No. 574 RECORD OF GEAR AND PINION WEAR 
(Motdr Noto ete pee neg une tk Se 
Axle No,____ eS Ite ee eg ate 
Armature No,__ B76 6 z wet fee aS 
Date Gear Installed. pee eee 
« Pinion 9T22> 97 9 


G.E. Pinion 


Weasion pitelieitcloiof wher tooth... Shaded portion shows wear 


RADIO ser oe 
Gear purchased on Order No 
Pinion « 


“ «e «e 
G.E, Gear 
Electric Ry.Journatl 


B. R. T. Wheels, Axles and Gears—Gear and Pinion Record 


scrapping limit—that is to say, when the gear teeth are 
worn 3/64 in. at the center of the face—he will mark the 
gear for removal and replacement by means of the wheel 
press. 

On the elevated division special care is taken in applying 
new pinions. They are first placed in a Westinghouse elec- 
tric water heater, staying in water at 212 deg. Fahr. for 
approximately thirty minutes, after which they are shrunk 
on the motor shaft. . Until 1910 the rough-and-ready sledge- 
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hammer was used for this purpose, but it was promptly 
given up when a detailed analysis of pinion breakages 
proved that many were due to the initial distortion caused 
by the blows of the 
hammer. 

Special pinion pull- 
ers have been designed 
and built by the Ameri- 
can General Engineer- 
ing Company for the 
overhauling shops of 
elevated lines and are 
used to remove ll 
motor armature pin- 
ions. In this way a — 
uniform pressure is ob- 
tained without damage 
to the shaft or pinion, and the use of a hammer, therefore, 
always undesirable, is no longer necessary in the removal 
and replacement of pinions. The consequent damage to 
shafts and keys and the straining of the metal in the treated 
pinions are thereby entirely obviated. 


Tripod-Mounted Tank for Heating 
Pinions 


HEARING ON HYDE PARK FARES AT BOSTON 


The Massachusetts Railroad Commission held a public 
hearing at Boston on Oct. 25, 1912, to consider the petition 
of Representative Murray, of Hyde Park, a newly annexed 
ward of the city of Boston, requesting the commission to 
use its influence to establish a 5-cent fare from Hyde Park 
to all parts of the Boston Elevated Railway’s system. The 
point was made that passengers traveling from Hyde Park 
to the Boston downtown district and vice versa are trans- 
ported by the Bay State Street Railway part of the distance 
and by the Boston Elevated Railway the remainder. A 
5-cent fare is charged by each company. The petitioners. 
contended that the consolidation of Hyde Park with Boston 
was sufficient ground for the establishment of a single 
5-cent fare. : 

Chairman McLeod of the commission stated that under 
the law the commission could only suggest the lease of a 
portion of the Bay State Street Railway lines by the Boston 
Elevated Railway, following the practice laid down at West 
Roxbury a few years ago. For the Boston Elevated Rail- 
way A. A. Ballantine of counsel said that the road could 
not afford to carry passengers from all points on its system 
to Hyde Park for 5 cents, since Hyde Park lies about 9 
miles from the center of Boston by the shortest electric 
tailway route. He contended that if consolidation with 
Boston is sufficient ground for a 5-cent fare the most un- 
reasonable alliances would follow between distant munici- 
palities and Boston. The proposed lease of a portion of the 
Bay State Street Railway in Hyde Park would result in a 
loss. In the West Roxbury instance the Boston Elevated 
Railway found that earnings were insufficient to justify any 
further extension of the 5-cent fare privilege. Since the 
West Roxbury lease was made in 1902 the cost of operation — 
has increased greatly and the company has become com- 
mitted to carrying the fixed and operating charges upon 
new and extremely costly rapid transit lines. This will 
demand an investment of more than $15,000,000, which 
must be carried by traffic earnings. The contention of the 
petitioners that a 5-cent fare would tend to increase the — 
population of the Hyde Park district was true, but the in- 
troduction of a single fare would lessen the amount of 
travel within the shorter-haul district in which passengers 
can be carried at a profit for 5 cents. my 

For the Bay State Street Railway the point was made 
that reductions in fares cannot be afforded by street rail- 
ways under the present costs of doing business. The t 
ing was closed after agreement that figures beari 
the cost of handling traffic upon a 5-cent rate sl 
filed with the board for examination. = 
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Freight Business on a New England Electric 
Railway 


Methods Used to Develop Electric Railway Freight and Express Traffic in Virgin Territory 


One of the most interesting examples of the develop- 
ment of express and freight business on an electric railway 
is that afforded by the history of the Providence & Daniel- 
son Railway, the express and freight business of which 
was developed by Henry E. Nugent, general freight agent, 
who for many years had been with the New York, New 
Haven & Hartford Railroad. The Providence & Danielson 
Railway was built by D. F. Sherman, now vice-president 
of the Rhode Island Company, under whose direction the 
line was managed from its opening until its lease to the 
Rhode Island Company, July 1, torr. 

As shown in the accompanying map, the terminal of 
the line at Danielson, Conn., is almost due west from 
Providence, but the route follows a very tortuous course 
owing to the character of the territory and to the natural 
desire of the projectors to reach the principal communities. 
The total length of the line is 35 miles, of which the 9 
miles between East Killingly, Conn., and Danielson are 
leased from the Connecticut Company. The original iso- 
lated character of this territory is also indicated by the 
map which shows that it lies between two branches of the 
New York, New Haven & Hartford Railroad about 24 
miles apart at the widest point. The hilly character of 
the country is apparent from the condition that the highest 
point of the line is 759 ft. above sea level. Despite its 
proximity to Providence, this territory was covered with 
an enormous growth of virgin forest, and it possesses 
valuable granite quarries, but both quarries and timber had 


never been exploited because of the lack of transportation. - 


For the same reason, farming in this district was at a very 
low ebb. The builders of the railway therefore found 
themselves face to face with the problem of creating traffic 
for their line rather than taking it away from other 
carriers. 

The express and freight business was developed by a 
close study of the natural resources of the territory and 
by personal solicitation among the people who would be 
the most interested in each class of business. For example, 
the company is now hauling eight cars of wood a day, each 
car carrying ten to fourteen cords, from a forest which is 
30 miles from Providence. This traffic was made possible 
only through personal solicitation. The company’s gen- 
eral freight and passenger agent acquainted the lumbermen 
and sawyers with the localities where wood could be ob- 
tained, presenting figures to show what it would cost to pre- 
pare the lumber and ship it to market, and, finally, for 
what prices it could be sold at Providence. In this way 
seller and buyer were brought together even for the pur- 
chase of telegraph poles. Such timber as was formerly 
hauled by team was also secured by demonstrating to the 
. team owners that the electric railway would haul the 
lumber for less money and deliver it in quicker time. The 
stone business was developed by actual location of quar- 
ries along the line. 

Formerly, it was so expensive to bring milk to market 
from this district that it was usually fed to the pigs or 
made into butter. The construction of the electric railway 
has developed the milk business to such an extent that now 
a milk car, carrying 800 to goo cans, leaves for Providence 
every day. The milk car is let out to a dairymen’s group 
known as the Providence & Danielson Milk Car Associa- 
tion. It leaves at 6 a. m., picks milk cans up at all cross- 
roads and reaches Providence at 9.40 a. m. This business 
was created by carrying the city milkmen to the country 
so that they could explain to the farmers just what they 


would pay for milk. The railway further arranged the 
growth of the milk business by inducing the farmers to buy 
more cattle and improve their land, the farmers amply re- 
imbursing themselves by the increased profits from the 
milk. The company has also shipped to them many car- 
loads of fertilizer. 

Another development of this territory is the berry busi- 
ness, which in the case of huckleberries alone amounts to a 
car a day during the season. This field was created by 
having a contractor look into the possibilities of the terri- 
tory for berry raising. This contractor now engages a 
car for a certain per diem amount, often bringing as many 
as 175 crates a day to Providence. Huckleberries which 
are picked early in the morning are delivered to Providence 
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bakers at 8 p. m. and are served as pies on next day’s break- 
fast table, the whole cycle being completed within twenty- 
four hours. ; 

The great ease with which agricultural products can 
now be brought into Providence has enhanced farm values 
so much that where there were any number, of deserted 
farms, it is now almost impossible to buy a farm at a rea- 
sonable price. Hand-in-hand with these shipments of 
local produce to Providence went the development of a 
counter-current of groceries and other store products from 
Providence to the various villages along the line. Under 
former conditions, which meant a combined steam railroad 
and wagon haul, twenty-four to forty-eight hours would 
elapse before merchants could get their supplies. Under 
present conditions, a storekeeper on the line from Io miles 
to 35 miles from Providence is placed on the same footing 
as a merchant in the suburbs. He can telephone his order 
to Providence in the morning and have the articles in his 
store by the afternoon. Owing to the fact that the store- 
keepers can now order supplies at more frequent intervals, 
many of them do not carry more than one-third as much 


stock as they did with lower capital investment, less cost 


for storage and insurance and the knowledge that what 
they do have is fresh. This change, of- course, is very 
satisfactory to their customers, particularly the farmers, 


ggd 


who formerly visited the nearest village only at the long 
intervals when they had a load of wood or other products 
to sell. 

Ice farming was another absolutely new business created 
by the railway. An ice house of 12,000 tons capacity is 
now in use at Moswansicut Lake near North Scituate. 
This lake is fed by springs and the ice from it is greatly 
sought. 

In addition to the commodities mentioned in the preced- 
ing paragraphs, a large business is done in the transporta- 
tion of carloads of cotton in compressed bales to local 
mills and in carrying coal from tidewater. Sidings to fac- 
tories were put in by the railway at its own expense. The 
present business of the division amounts to about I00 tons 
a day of which 10 tons to 18 tons are moved in less-than- 
carload lots. These products are shipped in freight cars 
which are similar to those used by steam railroads, except 
that they are lighter, their maximum capacity being about 
20 tons each. Much more business could be done if freight 
cars were allowed to enter and leave Providence in the 
daytime, a privilege which is accorded only to the express 
cars. However, even the present business has outgrown 
the electrical capacity of the line. For instance, only less- 
than-carload matter can be handled at present between 
East Killingly and Danielson, owing to the lack of power 
for hauling heavy freight cars over the steep grades be- 
tween these villages. In spite of the restrictions with re- 
gard to the operation of freight cars, increased business 
will be obtained as soon as the company completes the in- 
stallation of the additional transmission capacity which is 
now in hand. 

Less-than-carload business was begun with the opening 
of the line in 1901 and carload business was taken up the 
following year. The line is operated under the Interstate 
Commerce Commission’s tariff classification, but owing to 
the unfamiliarity of the public with the various rates and 
classifications, business was begun on a tonnage basis. The 
waybilling and routing are carried out, however, exactly 
as on steam railroads, freight being billed through to any 
point whatsoever. Special commodity rates are made for 
carloads of cotton in compressed bales, granite, ice, milk, 
ties and other lumber, etc. Thus the rates for cotton, 
granite and ice are respectively 1 cent, 2%4 cents and 1 cent 
less per ton than the regular tariff rates. 

The electric railway had no difficulty in taking business 
from the old-line express companies, owing to the fact 
that it offered an express service at freight rates. As an 
example, the Adams Express Company’s rate from Provi- 
dence to Danielson is 50 cents against 18 cents by electric 
railway. The only offset which the express company offers 
against this great difference in price is the wagon haul from 
che station to the customer. The railway merely gives the 
usual platform delivery. The conductor deposits the ma- 
terial on the*platform and collects for it at once. He must 
account for the money or the goods daily. 

When this railway was taken over by the Rhode Island 
Company, namely, July 1, 1911, its rolling stock for this 
service consisted of three express motor cars, six box cars 
and nineteen flat cars. The consolidation, however, has 
made available a much larger equipment, owing to the fact 
that other divisions of the Rhode Island Company also do 
an express and freight business. The experience of the 
Providence & Danielson Railway demonstrated that short- 
line electric railway freight service under the conditions 
described was actually cheaper than if conducted by steam 
locomotives. 

It was natural that the development of the natural re- 
sources of the territory should have brought with it a 
large increase in population. Aside from this, quite an 
important commutation business has been created, due in 
part to the increased number of summer homes. The ac- 
companying table shows the growth of the line in all 
classes of revenue from the opening of the Providence & 
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Danielson Railway in 1901 to its absorption by the Rhode 
Island Company in 1911. It will be observed that in 1910 
the revenue from the freight business was almost 30 per 
cent of the total gross earnings. 


Passengers. Express and Freight. 

Year. Paid Fares. Revenue. Tons. Revenue. 
#1901 \....c:2 bates 360,570 $18,190.77 164 $2,571.81 
902 aan cae 763,957 39,634.19 8,024 13,104.42 
1903 "S wictet ceccreeraee 1,098,162 57,272.51 13,155 15,265.02 
TODAS sale entetoralelars 1,265,437 65,396.48 22,795 20,170.70 
1908 Gora tie sore 1,258,794 65,248.78 24,281 20,721.14 
1906 Vic aentleeste str 1,301,799 66,859.99 21,637 21,333.77 
1907 iowa bieveeynetete 1,315,294 66,827.28 28,808 25,234.28 
1908: 222 Seemaaean 1,320,470 66,987.04 27,721 24,036.91 
1909+. sai tomo 1,268,731 62,336.64 23,455 21,304.16 
1910 <2 24.28 une 1,270,191 62,139.50 27,335 25,631.22 
1:91 1 eiacu aemteets 586,680 28,364.28 15,236 12,754.01 
Ten years..... -- 11,810,085 $599,257.46 212,611 $202,127.44 
Average per year. 1,181,008 59,925.74 21,261 20,212.74 


*Six months only. 


MOTORMAN’'S COMPARTMENT ON KANSAS CITY CARS 


A number of the street railway cars of the Kansas 
City (Mo.) Railway & Light Company have been equipped 
with a separate compartment for the motorman on the 
front platform. A portion of the platform has been in- 
closed with a glass and wood partition and a mirror in- 
stalled so that the motorman has a full view of the front 
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exit passageway. The front exit is closed by a sliding 
door which is operated mechanically, and in order to keep 
the motorman facing toward the front of the car at all 
times a push button has been installed in the partition 
beside the door to call his attention to passengers wanting 
to alight by way of the front platform. As the inclosed 
portion only includes enough space at the front right-hand 
corner of the platform to provide for the controller, brake 
and motorman’s seat, a seat is installed along the opposite 
side of the platform and approximately three-quarters of 
the platform area is made available for passengers. 

The partitions have been installed by the shop forces of 
the railway company at a practically nominal cost, no 
special construction for the support of the compartment 
being required. By its use the available capacity of the 
car has been increased approximately 8 per cent, but. this 
has been done at a very slight expense. 


The introduction of the Diesel engine in Europe has pro- 
duced the inevitable result of an increase in the price of 
fuel oil. One reason advanced to account for this, con- 
trary to the one which might be naturally assigned to it— 
namely, that of increased demand—is the fact that trans- 
portation of oil has to be effected in cars and vessels 
which are inapplicable to any other use. This results in 
the restriction of the oil-carrying units to a number which 
is absolutely limited by the existing demand. Then when 
a sudden and unexpected increase in the demand for fuel 
oil arises, as has been the case in Europe during the last 
year or two on account of the growth of the internal-_ 
combustion engine, the transportation facilities become in- 
adequate. It is, in fact, reported that the cost of transpor 
tation of Russian oil to Eastern Europe has increased | 
per cent during the past two years. i ae 
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Commission Order Regarding Issue of Bonds 
for New York Stepless Cars 


An Interesting Opinion by Commissioner Maltbie in Which He Holds that the New York Railways Cannot Issue 
Bonds to Cover the Cost of New Cars Less the Scrap Value of the Replaced Equipment 


An order has been issued by the New York Public Serv- 
ice Commission, First District, in regard to the applica- 
tion of the New York Railways for authority to issue 
bonds to pay for new stepless cars and carhouse improve- 
ments. It approves the issue of a much smaller amount 
of bonds than the company requested, holding that part 
of the proposed expenditure is for replacement. The order 
also provides for the amortization of the discount and 
expenses of the bond issue. 

An abstract of the decision in the case, which was writ- 
ten by Commissioner Maltbie, follows: 

NATURE OF THE APPLICATION 

“In the original application the company fixed the 
amount to be issued at $2,600,000 for the following pur- 
poses: (1) 320 new stepless cars, $1,600,000; (2) additions 
to carhouse at Fifty-fourth Street and Ninth Avenue, 
$550,000; total cash requirements, $2,150,000. 

“During the progress of the hearings the petition was 
considerably modified, and as it now stands the company 
asks for permission and authority to issue first mortgage 
bonds in an amount sufficient to provide funds for the fol- 
lowing purposes: (1) the acquisition of 175 cars at approxi- 
mately $6,000 per car, $1,050,000; (2) the reconstruction 
of the Fifty-fourth Street carhouse, $550,000; total cash re- 
quirements, $1,600,000. 

“The company does not intend to add 175 new cars to 
its present equipment, but for each new car purchased an 
old car is to be retired from service, so that when all of the 
new cars have been placed in service the total number of 
cars in use will be the same as at present. When pressed 
for justification of this proposal, the representatives of 
the company stated that they should be permitted to capital- 
ize at least the difference between the cost of the new cars 
and the present value of the old. According to the man- 
ager of the company, the old cars are worth from $250 to 
$1,000 per car, depending largely upon whether a street 
railway company can be found which could utilize them. 
Upon the basis of an average value of $600 per car, the 
company would capitalize $5,400 for each new car pur- 
chased, and no part of the cost would be taken directly 
or indirectly from earnings. The cost of replacements 
would thus be defrayed by new capital issues. 

“7. The company attempted to justify this extraordinary 
proposition in this way. It was said the New York Rail- 
ways Company had recently acquired the system, that it had 
purchased the property at its present value and that the 
capitalization of the company represented only its present 
value and not its original cost. Hence, it was argued, it 
- would be proper to credit capital account with the present 
‘ value of the property displaced ($250 to $1,000 per car)‘ and 

to charge capital account with the entire cost of the new 

property ($6,000 per car). 

“This argument is ingenious and would be important if 
true. As a matter of fact, the commission found in a pre- 
vious case that the capitalization of the New York Rail- 
ways exceeded the fair value of the property by at least 
$16,500,000. 

“Furthermore, the evidence submitted by the bondhold- 
ers’ committee in that case as to the value of the property, 

and upon which the bondholders’ committee justified the 
capitalization of the new company, rated the cars which 
are now to be removed from service at a value of over 
$3,700 per car. The expert witness who presented this esti- 


_other intangibles. 


mate claimed that value was equivalent to cost to repro- 
duce new, but he was not the expert who testified in the 
present proceeding that the present value of the cars is 
from $250 to $1,000; the purpose of the two cases is entirely 
different. The transportation engineer of the commission 
testified in the reorganization case that in his opinion 
the value of the cars at that time was about $822 per car. 

“According to the balance sheet for June 30, 1912, the 
company has one entry to represent practically all of its 
property. This item, amounting to $74,384,737, is a balanc- 
ing item entered upon the books in order that assets may 
equal liabilities. If the company is to continue the practice 
which it wishes to have the commission approve in this 
instance, viz., the capitalization of replacements at the dif- 
ference between the value of the old and the cost of the 
new, it should distribute this item of over $74,000,000 and 
enter the various classes of property which it owns at their 
value. It cannot well refuse to do so and ask the commis- 
sion to believe that its property is capitalized at its ‘present’ 
value. If it attempts to disintegrate that large item, it is 
likely to encounter new difficulties and probably will have 
a large unassigned balance which it will be obliged to enter 
in the account ‘other intangible street railway capital,’ as 
representing ‘franchises, ‘good will, ‘going concern’ or 
As a matter of fact, however, the com- 
pany does not carry the cars in question upon its books at 
any specific amount; they are lost in the balancing entry 
of over $74,000,000. 

“2. It has been suggested also that the old cars are not 
worn out and are still capable of much service; that the 
company would not be justified in retiring them at present 
except on the ground that new cars will enable it to improve 
the quality of service rendered to the traveling public; 
that such improvement in service should be paid for by the 
public by the issuance of bonds, and that the payment of 
interest on the income bonds should not be interfered with 
by a requirement that replacements be paid for out of earn- 
ings and not out of capital. , 

“This argument proves too much, for if it be sound, it 
would apply equally well to all replacements and main- 
tenance charges. If this process is legitimate, it may be 
applied to the whole system. But the process need not 
stop with one cycle, for if it is proper to issue bonds to 
replace the old cars now about to be shelved, it will be 
proper to capitalize the cost of the cars which will replace 
the ones about to be purchased. 

“The capitalization of operating charges must stop, and 
replacements are operating charges. 

“2 Tt has been urged that the company has no funds 
from which to pay the cost of replacing these old cars, that 
the payment of interest on the income bonds ought not to 
be interfered with, and that if replacements are to be 
charged against earnings such interest (5 per cent) cannot 
be paid. The reorganization plan was not approved by the 
commission but was carried through regardless of the find- 
ing of the commission that the proposed capitalization ex- 
ceeded the fair value of the property and that the estimates 
of earnings submitted showed that the company would not 
earn a sufficient amount to pay all operating charges, 
interest on the first mortgage bonds and 5 per cent on the 
income bonds. The company cannot legally pay interest 
on income bonds until it has provided for replacements. 

“As a matter of fact, the New York Railways has de- 
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clared as earned and payable for the first six months inter- 
est on income bonds amounting to $7.71 per bond, or a total 
of about $236,000. In view of the terms of the adjustment 
mortgage and the need of the company for money to pay 
for replacements, it is doubtful whether this action is legal. 
But in any event the company may not urge its necessities 
or poverty as reason for a bond issue when it is paying out 
money to income bondholders which it ought to retain for 
the very purpose covered by this application. 

“Whatever may be the merits of the proposal, the com- 
mission has no legal power to authorize the issue of bonds 
for replacements. The Court of Appeals has so decided in 
the case of People ex rel. Binghamton Light, Heat & Power 
Company vs. Stevens, 203 N. Y. 21-25. 

LANGUAGE OF THE MORTGAGES 

“Each mortgage issued to secure the bonds of the com- 
pany contains a provision which would be violated if the 
company were to charge the cost of replacements to 
capital as proposed. Section 12 of Article 3 of the adjust- 
ment mortgage is precisely the same as Section 9 of Article 
3 of the first real estate and refunding mortgage and 
reads: 

“*At all times the company will keep its said railroads, 
owned and leased, and the railroads of the auxiliary com- 
panies adequately equipped with cars and other equipment 
and rolling stock, and will maintain in good order and con- 
dition, reasonable wear and tear excepted, all such cars and 
other equipment and rolling stock, and whenever any such 
cars or equipment or rolling stock shall be worn out or be 
destroyed, the company promptly will cause the same to be 
replaced by other cars or equipment or- rolling stock of at 
least equal value and capacity, so that at all times the value 
and capacity of such cars and other equipment shall be fully 
kept up; and at all times the company will set apart, use 
and apply for that purpose so much of the earnings of the 
property mortgaged and pledged hereunder as may be re- 
quired for such maintenance and replacement of such 
equipment subject to the lien hereof.’ 

“Tf the mortgages had omitted the word ‘capacity,’ it is 
possible that they might not seriously conflict with the 
pending application, but as it stands the company must 
violate the mortgages in order to carry out its plans. 

“The part of the application relating to the issue of bonds 
to purchase cars would be denied in its entirety were it not 
for one important factor not heretofore mentioned. The 
new cars will have greater capacity and will cost very 
much more than the cars to be displaced. 

“There are three standards by which to determine the 
amount which may be capitalized under such conditions: 
(1) estimated cost to reproduce new of the old cars as 
compared with the new; (2) relative capacity, and (3) rela- 
tive cost. 

“The first is the most uncertain and the most unsatisfac- 
tory. Opinions differ as to the estimated cost to reproduce 
the old cars in a new condition. ‘In the reorganization case 
the company’s expert gave an estimate of $3,768 per car 
as _of 1910. The commission’s transportation engineer 
estimated the cost in I911 at $3,376. Assuming the new 
cars to cost $6,000 each, the amount that might be capital- 
ized per car upon this basis would be $2,232 according to 
the company’s estimate and $2,624 according to Mr. Con- 
nette’s. And if the company is now actually capitalized 
according to the estimates of its own experts, the commis- 
sion may not allow new bonds to be issued for much more 
than $2,232 per car. 

“The second standard is more scientific and less uncertain 
in its effects. * The old cars seat twenty-eight persons: the 


new, fifty-one. As the number of standing passengers that 


may be carried is about in the same proportion. the capacity 
of the two is in the ratio of 28 t: 51.. Upon the basis of 
capacity, the amount which might be capitalized per car 


would be 23/51 of $6,000, or $2,706. 


“The third standard is the correct one ‘io - piv when 
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accounts have been kept correctly, when they show the 
actual original cost of the displaced units, and when the 
replacements are different in type and capacity. In this 
case there are no such complete and accurate cost records, 
and the capital accounts are not differentiated as they 
should be. An attempt was made to determine the original 
cost of these cars, but only a portion of the items going to 
make up the complete car could be traced. These amounted 
to $2,398. Estimating those omitted, it is probable that each 
car could not have cost far from $3,100 or $3,200, and the 
amount which may be capitalized to represent the new 
rolling stock would be $2,800 or $2,900 per car. 

“The requirements of the uniform system of accounts 
should be followed in this matter, and in view of all 
the circumstances the commission will authorize the capital- 
ization of $2,800 per car. If the cost of the new cars aver- 
ages more or less than $6,000, it will authorize the difference 
between $3,200 and the average cost. 

“Tf the old cars can be sold for $800 each, the net amount 
which must be provided from other sources will be $2,400, 
or a total of $420,000 for 175 cars. The company’s balance 
sheet for June 30, 1912, and statement of income for the 
six months ended June 30, 1912, indicate that at that date 
there was in the depreciation reserve approximately $323,- 
000, representing the accumulations for six months. The 
accumulations of the four months subsequent to June will 
amount to approximately $200,000. Thus there are ample 
funds to meet the demands indicated. 

“As the cost of the new cars is not definitely known, the 
plan adopted by the commission in other cases will be fol- 
lowed here. The company will be authorized to issue bonds 
sufficient to raise about $500,000, and the withdrawal of 
these funds will be authorized by the commission from time 
to time as the expenditures are submitted and approved. 

“The plans submitted for the new cars do not show in 
detail what provision will be made for proper fenders or 
wheelguards. The officials of the company have assured 
the commission, however, that all of the requirements of 
the orders of the commission will be complied with and 
that a better wheelguard will be used than that required 
by such orders. But they have added that it would be 
impossible to present the designs in detail without delaying 
action by the commission. Of course, the company cannot 
operate cars without adequate safety devices, and it should 
be stated that the authority given to issue bonds. does not 
carry with it permission to operate the cars without such 
devices. If the company wishes to proceed without sub- 
mitting plans for wheelguards and before they have been 
approved, it must do so at its own risk. 

ADDITIONS TO CARHOUSE 

“The request of the applicants for permission to issue 
bonds to pay for the reconstruction of the Fifty-fourth 
Street carhouse involves the same questions that have al- 
ready been discussed in relation to the acquisition of cars, 
and the same principles should be applied. 

“There is one feature, however, which makes it im- 
possible for the commission at this time to decide whether 
bonds ought to be issued for any part of the proposed recon- 
struetion. The company has a block of property bounded 
by Thirty-second and Thirty-third Streets and Fourth and 
Lexington Avenues. It is now used for the storage of 
cars, but a contract of sale has been entered into and the 
purchaser has already paid $50,000, Title has not-yet been 


transferred, but if the purchaser fulfils his part of the 
agreement and pays $1,700,000 in addition, the company — 
will give him possession by next May. If he fails to live 
up to his part of the contract, of course, no deed will be 
given, but the company has agreed to deliver this property 


for a total payment of $1,750,000. ; 
_ “Obviously, the sale of this carhouse and the reconsti 
tion of the Fifty-fourth Street carhouse are closely relat 
for the addition of two floors to the latter would v. 
be the replacement of the carhouse at Thirty-second 
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and under the principles already laid down replacements 
may not be capitalized. If the company finally disposes of 
the Thirty-second Street property, even though it pays off 
the entire mortgage upon this real estate and another plot 
of ground, the company will have ample funds with which 
to pay for all additions to the Fifty-fourth Street carhouse 
without issuing any bonds—the total selling price being 
$1,750,000, the entire mortgage $950,000 and the difference 
$800,000. 

“It is entirely practicable to finance the carhouse addi- 
tions without a present issue of bonds. According to the 
testimony, it would take about six months to add the two 
stories and no payments will be made before spring. As 
the company will know by the end of May whether the 
option of purchase will be exercised, there will be only a 
brief time during which the cost of the work must be 
financed, and this can be done either from the income of 
the property or by short-time loans. If the property is not 
sold and funds are available from no other source, the 
principles enumerated as to the acquisition of new cars will 
be applied to this part of the application.” 


CHICAGO WAGE ARBITRATION BOARD HEARING 


The board of arbitration hearing evidence in the wage 
controversy between the employees of the Chicago surface 
railways and the managements has been holding daily hear- 
ings in order to reach a decision as soon as possible. A 
part of the testimony presented by the representatives of 
the employees included a detailed estimate of what was 
considered an annual living wage for a trainman with a 
family of five. The budget presented contained about eighty 
different items considered necessities of the home. In all 
they total $1,154.40. Evidence was presented to show that 
some of the trainmen are earning in excess of the estimated 
cost of living, but that they do so by working long hours. 
It was claimed that the average monthly wage earned by 
trainmen at the rate of 32 cents per hour was about $85 
per month, or approximately $1,025 annually, and that work- 
ing conditions were not always satisfactory. The attorney 
for the railway company presented evidence in rebuttal of 
this claim, that many conveniences were provided at the 
depots, that the schedules had been revised in the interest 
of the trainmen and that equipment design had been changed 
with a view to providing additional comforts for the men 
while on duty. 

On the part of the men considerable objection was raised 
to the “split sleep” hours required on some runs and also 
to the existing method of requiring extra men to report 
for duty early in the morning and then requiring them to 
wait several hours before being put to work. But the rail- 
way company claimed that this condition could not be 
remedied unless the regular men could foretell whether 
they would appear for duty the following day. This was 
impossible, as men may be taken ill over night or numerous 
other things may occur which would prevent their reporting 
for duty. Extra men must report for duty, the attorney 
said, if the best service is to be given to the public when 
it is required. 

In the demands for increased wages and better working 
conditions presented to the board considerably more is 
_ requested than in the conferences between the men and the 
companies previous to the appointing of the board. As 
regards wages, a minimum of 32 cents an hour was de- 
manded the first year and 35 cents an hour thereafter. The 
existing scale begins at 23 cents an hour for the first six 

months and increases to a maximum of 30 cents’ an hour 
at the end of five years’ service. As to the working condi- 
tions the following provisions were requested: 

The hours of service for trainmen shall be upon a basis 
of a maximum of nine hours, excepting Sundays and night 
cars. 

_ At least 50 per cent of all week-day runs shall be straight 
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time, with fall-back of sufficient time for lunch. Trainmen 
shall receive an extra compensation of 5 cents an hour 
after having completed their scheduled day’s work. 

Sunday work shall be so divided as not to exceed eight 
hours’ straight time and pay for actual time put in, 

Night cars are cars operating from midnight until 6 a. m. 
Trainmen operating same shall work straight six hours’ 
time and receive compensation of $3. 

Details of the demands for special lines of work were 
also given. 

In meeting the demand for increased wages, counsel for 
the railway company announced that he would present 
evidence which would show that the average pay of a 
minister of the gospel was only $550 annually and that the 
average salary of a professor in the United States was 
$1,200. He said, further that any demands for increased 
wages would be fought vigorously. He advised the board 
that he had a list of wages paid in forty-eight cities, with 
a comparison of working conditions, and in none are they 
better than in Chicago. The attorney stated further that 
if anyone could show him how to give the trainmen nine 
hours’ straight work without increasing the pay and could 
increase the number of straight runs without advancing ‘the 
operating cost he was ready to receive suggestions. 

In the hearing on Nov. 4 the question arose as to whether 
evidence as to working conditions and wages on the lines of 
the Chicago Railways Company would be permissible. It 
will be remembered that the men and the companies agreed 
that the board of arbitration should act for the employees 
of-the Chicago City Railway Company and the decision 
would be accepted by the other company as final. After a 
conference between the three arbitrators it was decided 
that evidence of the conditions on the Chicago Railways 
would be admissible. provided it pertained to similar con- 
ditions on the City Railway. At the conclusion of the 
hearing on Nov. 4 further hearings were postponed until 
Noy. 6, after the election. 


ATTRACTIVE SIGHT-SEEING CAR IN SEATTLE 


In connection with the operation of local tourist service 
on the lines of the Seattle division of the Puget Sound 
Traction, Light & Power Company, a thirteen-bench open 
car, distinguished by white paint and appropriate lettering 


a oe 
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Seattle’s White Sightseers’ Car 
as illustrated herewith, has attracted much attention. The 
ticket and advertising agent of the service works in a white 
uniform, and the use of a white car received much favor- 
able comment during the June convention of the National 
Electric Light Association. s 


Parliamentary sanction is being sought for the substitu- 
tion of electric for steam traction on the railway between 
Adelaide and Glenelg, Australia, a distance of 634 miles, 
at an estimated cost of about $575,000. It is probable that 
the act authorizing the expenditure will be passed this 
session, but work is not likely to be begun before 1913. 
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CHICAGO CITY RAILWAYS NEW HIGH-POTENTIAL 
ARMATURE AND COIL TESTING EQUIPMENT 


An armature and field-coil testing equipment has recently 
been installed in the armature repair department of the 
Chizago City Railway’s general repair shops at Seventy- 
seventh Street and Vincennes Road. Heretofore all tests 
have been made from a local 550-volt d.c. lighting and 


Motor Generator Set and Switchboard 


power circuit. The new testing equipment supplies a.c. at 
voltages as high as 6000, thus furnishing a means for more 
severe test voltages than heretofore, before armatures and 
coils are put in actual service. 

The new testing equipment includes two portable arma- 
ture testing yokes, a portable potential test set employed in 
insulation tests, a field-coil testing magnet and a motor- 
generator set for supplying a.c. All tests with the portable 
outfit are made by one operator, who is familiar with the 
equipment and the series of tests required. The test 
trucks are wheeled to the armatures at the work benches, 
thus greatly reducing the time and labor usually required 
to make a thorough test. Inasmuch as all the testing is 
done by one man he becomes an expert in his work and 
uniformity in methods and the best results in the shortest 
possible time are assured. 

The motor-generator set includes a 12-kw, 230-volt, 125- 
cycle generator, shaft-driven by an 18-hp, 550-volt d.c. 


motor, which receives its energy from the shop circuit. The . 


generator field is excited by a 114-kw, 125-volt exciter, belt- 
driven from the motor-generator shaft. 

A two-panel switchboard, consisting of an a.c. or testing 
panel and a d.c. panel, has been mounted on a pipe support. 
The dc. panel has been equipped with a circuit breaker, 
main switch, starting switch, shunt field rheostat and d.c. 
ammeter. The a.c. panel has concentric rheostats for the 
generator and exciter fields, three switches to test circuits 
leading to the test plug receptacles in different parts of the 
armature shop, an ammeter in each test circuit, an auc. 
voltmeter which records the generator voltage and two test 
circuit receptacles. 

A pipe rail surrounds the motor-generator set and switch- 
board which have been installed in a central position in 
the armature repair department where there was some lia- 
bility of workmen accidentally walking into the apparatus. 
The motor-generator set has been inclosed in a close-meshed 
screen to protect it from short pieces of wire or chippings 
which might fly when repairmen are engaged at the work- 
benches near the generator set. The generating units and 
switchboard are shown in the illustrations. 

All wire has been carried in steel conduit to and from 
the motor-generator set and to the seven test-plug recep- 
tacles, which are mounted on a row of building ‘eohunes 
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along the center line of the armature repair shop. The 


selective system has been employed in designing the cir- | 


cuits so that all plugs may be used at one time. Three 
test-plug receptacles are connected to each of the two cir- 
cuits, and the third circuit leads to the field-coil testing 
set at one end of the shop. All test receptacles have been 
located so as to be convenient to the repair benches, which 
materially reduces the time required to make the various 
tests. One voltmeter plug receptacle has been installed 
centrally so that the transformer ration in the potential test 
set may be checked if necessary. The test-plug receptacles 
have been painted red to indicate danger. Each receptacle 
extends about 2 in. over the point of contact and is pro- 
vided with a cover, which must be raised before the plug 
can be inserted and then falls to the closed position when 
the plug is removed. 

Two of the test trucks have been equipped with armature 
testing yokes; one is for armatures 12 in. and over in diame- 
ter and the other for 12 in. and under. To reduce the 
labor necessary to bring the yoke and armature to be tested 
to the same elevation, each yoke is mounted on a board 
supported on the truck frame, which, by means of a coun- 
terbalance weight and connecting cables, permits it to be 
raised or lowered to any elevation within the length of the 
truck frame. A small two-pole knife switch mounted on 
the board beside the yoke permits the operator to open the 
test circuit locally. Each truck is equipped with a plug 
and a double heavily insulated cord of sufficient length to 
reach the work benches situated near the plug receptacles. 

The third truck carries the potential test set, or “shooting 
box” as it is called, which includes a 5-kva, 125-cycle trans- 
former with a 23c-volt primary and a 6000-volt secondary 
incased in a cabinet. Intermediate taps are taken off the 
secondary so that the voltage may be varied in twelve steps 
from 200 to 6000 volts by turning the pointer on the dial at 
the top of the cabinet. A tell-tale lamp has been mounted 
on the top of the cabinet in the 230-volt test circuit. The 


low-tension leads are brought into the transformer through 
a double-pole single-throw knife switch and circuit breaker 
at one end of the cabinet, and the high-tension leads are 
permanently attached at the opposite end. 

The field-coil testing set is of the usual form, consisting 


Potential Testing Outfit and Two Yokes for Testing Arma- - 


tures 


ered with an insulating board. An ordinary telephone r 
ceiver has been attached to the case, which enables the 
operator to discover shorts in coils by the amount of buzz 
ing when the current is in the magnet coils. is 
A series of test rules is followed in sequence by th 
workman who has charge of the tests. The yoke 
expose mechanical faults, and the potential tests deter 
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the quality of the insulation. The insulation tests are 
made at about 2200 volts because in many cases a more 
severe test than this would break down the insulation when 
it is sufficiently strong to withstand all operating conditions. 

The series of tests employed are as follows: 

1. Breakdown test between commutator and sleeve as 
assembied off the machine. 

2. Breakdown test between commutator and sleeve with 
commutator on shaft. 

3. Bar-to-bar test on commutator. 

4. After coils are in slots with lower leads soldered to 
commutator, breakdown test commutator to ground. 

5. After coils are in slots with lower leads connected to 
commutator, breakdown test between adjacent leads. 

6. After coils are entirely connected and before solder- 
ing, breakdown test commutator to ground. 

7. After coils are entirely connected and before solder- 
ing, short-circuit test. 

8. After banding, short and open circuit tests. 

g. Final test after armature is complete, breakdown test 
to ground. 

The new testing equipment and generating units are of 
special design and were built by the Westinghouse Electric 
& Manufacturing Company under the supervision of the 
engineering department of the Chicago City Railway 
Company. 


CONFERENCE ON ELECTRIC RAILWAY CENSUS 


An invitation has been extended by the Census Bureau, 
Department of Commerce and Labor, United States govern- 
ment, to the American Electric Railway Association and 
the National Electric Light Association to discuss the 
schedule to be followed in the compilation of the approach- 
ing census of electric railways and electric lighting com- 
panies in this country. The conference will be held Nov. 18 
at the heacquarters of the National Electric Light Associa- 
tion, 29 West Thirty-ninth Street, New York. The Census 
Bureau is to be represented by W. M. Steuart, chief 
statistician for manufactures, and T. C. Martin, special 
expert of the bureau and secretary of the National Electric 
Light Association. The American Electric Railway Asso- 
ciation will be represented by A. L. Linn, Jr., New York 
Central lines; W. H. Forse, Jr., Indiana Union Traction 
Company, and M. R. Boylan, Public Service Railway. The 
committee appointed to represent the National Electric 
Light Association consists of the following gentlemen: 
E. J. Bowers, chairman; E. J. Allegaert, John L. Bailey, 
C. E. Bowden, C. L. Campbell, H. M. Edwards, John H. 
Suchet. ho) Lyons, C.. S. Mitchell, E.. C. Scobell, 
H. Spoehrer, R: N. Symes and L. M. Wallace. It is 
expected that the electric railway schedule will first be con- 
sidered. After that the conference will take up the joint 
schedule applying to those electrical companies which 
operate electric railway systems and also supply electrical 
lighting service; finally the central station schedule will be 
considered. 


REVIEW OF PREPAYMENT OPERATION IN UNITED 
STATES 


The Prepayment Car Sales Company, New York, has 
issued a catalog de luxe entitled “The Prepayment Car.” 
The opening pages of the catalog describe the development 
of the prepayment car from the first open-platform type of 
car, which was placed in operation by the Montreal Street 
Railway in 1904, to the latest types of center-entrance, 
double-deck and one-man cars put in operation recently. 
It also discusses the numerous advantages gained by the 

_ operation of the prepayment car and cites several instances 
of roads on which the accident account has been reduced 
owing to the use of this type of car. 
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NELSON AUTOMATIC FENDER 


The latest model of the Nelson, or Portland, automatic 
air-controlled safety fender was exhibited at the Chicago 
convention and contained a number of improvements over 
the form originally developed in Portland, Ore., and de- 
scribed in this paper. Last week the fender exhibited at 
Chicago was brought to New York and installed on one of 
the cars of the Coney Island & Brooklyn Railroad, where 
it was examined by several of the officials of the Public 
Service Commission. It made a favorable impression. 

The new model of this fender is much simpler in con- 
struction than the former ones. Instead of a double frame 
for the apron, it now has a single frame of reinforced pipe 
to which the wire work is attached. The former models 
carried an automatic trip rod 3 in. in front of the apron 
frame. In the new model the trip rod is eliminated, and 
the fender is automatically tripped by contact with the 
apron itself. This is provided for by allowing 3 in. of lost 
motion for the apron, which upon striking any object on 
the track is shoved backward. This motion opens the 
fender valve and instantly operates the device. 

The perfected fender is operated by air cylinders fas- 
tened vertically on the bumper. These cylinders are of 
ordinary steel tubing and are inexpensive. Adjustable 


Front View of Fender 


brackets make provision for carrying the fender any de- 
sired distance above the rail, from 3 in. to 12 in. Adjust- 
ment rods alongside the cylinders also provide ‘for what- 
ever piston stroke is necessary. The fender apron is rigid, 
except for whatever amount of lost motion is necessary to 
ride over rough paving. When set to the rail the fender 
is held there by several hundred pounds air pressure... At 
the same instant the brakes are automatically set. 

One of the most valuable features claimed for the Nelson 
fender is the vertical drop, which sets’the apron flat on 
the track. This gives a horizontal surface on which the 
person is carried, and it is therefore possible to accomplish 
the desired result with a projection of less than 28 in. from 
the bumper of the car. This, it is claimed, is the shortest 
projection characterizing any drop fender on the market. 
Another feature claimed for the fender is that its rigid 
construction often saves the front end of the car from 
being damaged, even in a serious collision. 

For carhouse storage or double-end equipment the apron 
can be folded up snugly against the car in less than ten 
seconds’ time, clearing the drawbar and allowing cars to 
be coupled up without delay. The fender is built by’ the 
Western Automatic Fender Company, Seattle, Wash. 
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. the Interborough Rapid Transit Company. 
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News of Electric Railways 


Subway Construction Progress in New York 


According to the report of Alfred Craven, chief engineer 
of the Public Service Commission of the First District of 
New York, 16 miles of new rapid transit lines are under 
construction in Greater New York. The division is about 
equal between what will be operated by the Interborough 
Rapid Transit Company and the share of the Brooklyn 
Rapid Transit Company. Mr. Craven’s general report is 
based upon statements from his division engineers which 
show the progress of the work for the month ended Oct! 
15. On the Lexington Avenue subway about 20 per cent 
of the work has been finished on nine sections. These 
carry the line from Fifty-third Street to the Bronx. 

The work on the original part of the Fourth Avenue sub- 
way in Brooklyn, which will be a part of the Brooklyn 
Rapid Transit Company’s subway system, is nearly finished. 
The commission expects that trains will be running by the 
middle of June, provided operating contracts are signed in 
time. 

The Oscar Daniels Company on the section of the Lex- 
ington Avenue subway from 106th Street to 118th Street 
is further along than any other section of the new line of 
If the com- 
pany finishes the 58 per cent of work that still has to be 
done at the rate it has gone so far, it will complete the 
contract several months before the three years and a half 
allotted to it have elapsed. 

From Fifty-third to Sixty-seventh Street the Bradley 
Contracting Company has finished 9 per cent of excavating 
and has: underpinned 20 per cent of the buildings. From 
Sixty-seventh Street to Seventy-ninth Street the Patrick 
McGovern Company has finished 55 per cent of the rock 
excavation, 25 per cent of the earth excavation and 30 per 
cent of the underpinning. 

The Bradley company has finished 11 per cent of the 
work from Seventy-ninth Street to Ninety-third Street and 
from Ninety-third Street on to 106th Street it has finished 
23 per cent of the work. All the work on Lexington Ave- 
nue is of the cut-and-cover method of subway building. 
The work is going forward on the northern sections into 
the Bronx. 

Work is under way on the Broadway subway from Park 
Place to Houston Street. On the section from Walker 
Street to Houston Street the Underpinning & Foundation 
Company has done 23 per cent of the total work. From 
Park Place to Walker Street the Degnon Contracting Com- 
pany has done 16 per cent of its work. Other downtown 
sections of this line, which will be operated by the Brook- 
lyn Rapid Transit Company, have been started. 


Toronto’s Civic Car Lines 


The Board of Control of Toronto, Ont., has recom- 
mended that Works Commissioner Harris be authorized to 
purchase equipment for the Gerrard Street civic railway 
and to establish temporary service on the line. The com- 
missioner has promised to carry out the instructions of the 
Council, but he has advised against the operation of the 
line by the city. Several Aldermen contended that no ac- 
tion should be taken until the reports had been received 
from the traffic experts and the special committee ap- 
pointed to interview R. J. Fleming, manager of the To- 
ronto Railway, to ascertain if the company would be will- 
ing to operate the civic lines or to arrange to transfer 
traffic. 

Mr. Fleming informed the members of the special civic 
committee who interviewed him that the Toronto Railway 
was prepared to operate the civic lines and carry passen- 
gers from the outlying districts to the center of the city 
for a single fare. Just what consideration the Toronto 
Railway would require for this service Mr. Fleming could 
not state until he had conferred with Sir William Mac- 
Kenzie, the president, who is absent from the city. Mr 
Fleming thought he would be able to nit an offer by 
Nov. 9 for the operation of the lines that should he ipreisaes 
able to the city. ae 


at 
Su 


At the meeting of the Board of Control of Toronto on 
Oct. 24 it was made clear that the members of the board 
do not favor any arrangement with the Toronto Railway 
for the operation of the civic lines. Mayor Hocken stated 
that he would not sign any agreement with the Toronto 
Railway which provided for the operation of the civic lines 
unless forced to do so by the Council. Comptroller Church 
thought that the city should apply to the Ontario Railway 
Board for an order to compel the Toronto Railway to 
charge a fare of not more than 5 cents anywhere within a 
radius of 5 miles. If the Railway Board refused to make 
the order, an appeal should be made to the Legislature. 

Comptroller Foster of Toronto proposes to move that 
the Toronto City Council memorialize Sir James Whitney, 
Premier of Ontario, and the provincial government to con- 
sider the advisability of passing legislation to enable the 
government to build and operate electric railways between 
localities within the Province wherever hydroelectric 
power is available and to consider the advisability of with- 
holding charters to private companies to build and operate 
electric railways. Adam Beck, chairman of the Ontario 
Hydro-Electric Commission, announced in London, Ont., 
on Oct. 24, his intention to resist the granting of a street 
railway franchise to a private corporation in Stratford, Ont. 
He intimated that he contemplated advocating the organ- 
ization of a system of radial railways in the Province of 
Ontario to be operated and managed along the same lines 
as the hydroelectric scheme. 


Strike in Jacksonville 


The trainmen in the employ of the Jacksonville (Fla.) 
Electric Company who are members of the union organized 
recently among the carmen went on strike on Oct. 28, 
1912, to force the company to reinstate several men who 
had been discharged for infractions of the rules of the com- 
pany. Hardy Croom, local manager of the company, sum- 

‘marized the situation in part as follows after the attempt 
to tie up the lines of the company: ; 

“The unrest among some of the men employed by this 
company has been noticeable since Oct. 19. Certain dis- 
satisfied men have been attempting, by threats and intimi- 
dation, to coerce the loyal men into leaving the cars. We 
have endeavored at all times to treat our men fairly and 
to regard them as men and not as machines. This entire 
situation is, I believe, the result of pressure brought to 
bear by men not employed by the company and by men 
who for good and sufficient reasons have been dismissed 
from the service. Whenever we have found it necessary to 
dismiss a man we have done so, believing it to’ be to the 
best interests of the company and to be satisfactory to the 
majority of the men themselves. Since the unrest which 
has resulted in the present situation, no demands of any : 
sort have been made by the carmen, except a request for 
the reinstatement of two men dismissed from the service. 
I have never been asked for any conference by my men 
which I have not readily granted. The company has no 
knowledge of the reasons for the interruption of the serv- 
ice. No contentions being advanced, we are at a loss to 
know the reason for attempting to intimidate our men.” 

The company has on its payroll about 220 men, includ- — 
ing extras and students. Of this number about 100 went 
on strike. The usual daily service of the company calls 
for the operation of fifty-two cars. é 

On the first day of the strike only five cars were operated - 
and these were withdrawn at 4:30 p. m. in order to prevent 
possible violence. On Oct. 29 the company concerned it- — 
self largely with plans for resuming service in full the 
following day. During the day Mayor William S. Jordan 
conferred with W. E. Terry, local organizer at Jackson- 
ville of the American Federation of Labor. The Mayor 
reminded Mr. Terry of the large investment of the com . 
pany in the city and that it was entitled to full protection 
by both the city and State. He stated that while he antici 
pated no trouble, he wished to impress upon the me 
law and order must prevail. While the men who. 
fused to resume their regular runs had acted with 
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rights they must not, under any circumstances, interfere or 
attempt to interfere with other men who evidenced a de- 
sire to continue in their positions. 

On Oct. 30 the company was prepared to carry out its 
promise to the citizens to restore service in full, but was 
prevented from so doing by the violence which attended 
the operation of the first cars. So serious were the acts of 
disorder that the local battalion of the National Guard of 
Florida was called out under orders of the Governor and 
in response to the request of the Mayor and other officers 
of the city and county. On Oct. 31 additional commands 
of soldiers from other sections of the State brought the 
total of troops in service in Jacksonville to fourteen com- 
panies. The Mayor issued a proclamation against persons 
congregating on the streets and asked especially that 
women and children remain at home as much as possible. 
On the same day the company stated its position in part 
as follows in a communication addressed to the Jackson- 
ville Board of Trade: 

“The Jacksonville Traction Company has in its employ 


an ample and efficient force of men to conduct in its usual ° 


way the business of affording transportation, stands ready 
and willing and is anxious to perform this service, and is 
prevented from so doing by mob violence, threats and in- 
timidation. The company feels that it is entitled to employ 
such men as it deems competent, and to dispense with same 
whenever in its judgment the public service will be thereby 
benefited. No question has ever arisen between this com- 
pany and its employees as to hours of service or rate of 
compensation. This company has never refused to discuss 
with its employees conditions of service or compensation 
and has been and stands ready at any time to give due 
consideration to any suggestion coming from any branch 
of its service as to the relations between employer and 
employees, but will not depart from its rule of individual 
employment and surrender the conduct of its operations to 
any organization or make membership in same a condition 
of employment.” 

On the evening of Nov. 1 at a joint conference between 
the board of governors of the Board of Trade of Jackson- 


ville and the public service committee of the City Council, 


representatives of the company, Gov. A. W.. Gilchrist, 
Mayor Jordan and Adj. Gen. J. Clifford R. Foster, a propo- 
sition was submitted by the company, in which it declared 
absolutely for the ‘open shop,” refused to re-employ dis- 
charged men and asserted its intention to put into effect an 
increased wage scale on Jan. I, in addition to agreeing to 
reinstate in his former grade of service every one of its 
former employees who is deemed competent and satisfac- 
tory by the management. This proposition was unanimously 
indorsed and was submitted at midnight to Mr. Terry, rep- 
resenting the men on strike, who announced that he would 
reply on Nov. 2. 

Up to Nov. 4, 1912, the situation had not been materially 
relieved. On that date the members of the board of gov- 
ernors of the board of trade and the public service com- 
mittee of the City Council issued a statement in which they 
said: 

“Frequent joint sessions and conferences have been 
held with a view to bringing about a settlement of the 
strike. In all these meetings the joint committee has acted 
in a manner entirely impartial with the sole object in view 
of settling the differences between the employer and the 
employees. Concessions have been made on both sides 


- but at this time all differences have not been adjusted. The 


joint committee still stands ready and willing to act as 
mediator between the parties at difference.” 


Acts of Cleveland Council in Street Railway Matters Sub- 
ject to Review 


Judge Keeler of the Cuyahoga County Common Pleas 
Court decided on Oct. 29, 1912, that the acts of the City 
Council of Cleveland in ordering the routing and operation 
of cars are subject to review by the courts. The ruling 
was made in a suit brought against the city, the Cleveland 
Railway, and Street Railway Commissioner Peter Witt by 
Attorney G. D. Hyle, as a taxpayer, to compel the cars to 
stop at the old stops on lines where stop-elimination orders 
are in force. In handing down this ruling Judge Keeler 
overruled a demurrer filed by the city to Hyle’s petition, in 
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which it was asserted that the Council had final authority 
in the matter and that the court had no jurisdiction. It is 
said that Judge Keeler is prepared to issue an injunction to 
compel the restoration of stops which have been elimi- 
nated on the Superior, Cedar, Central, East Fifty-fifth and 
Broadway lines. The city can appeal the case or go into 
Judge Keeler’s court and attempt to prove that such 
changes as have been made are reasonable. 

Judge Keeler said, in part: “The company received its 
franchise for the public convenience, and to be operated as 
the public may require, and a fundamental obligation grow- 
ing out of its franchise was a reasonable subservience to 
the public convenience. If a court of equity cannot take 
hold of a situation where half the population is inconveni- 
enced and annoyed by the service it is receiving, and where 
the only benefit of such a change of service is to the com- 
pany itself, then at just what point would a court acquire 
jurisdiction? If the City Council can abolish one-half the 
car stops, thus inconveniencing one-half of our population, 
can it not abolish two-thirds; and if two-thirds, why not 
all?” 

According to expressions from Mayor Baker the latter 
step will be taken. He said it could be shown that the 
elimination of almost half the stops on the lines mentioned 
is reasonable, because of the gain made in the running 
time of the cars. 

At the last meeting of the City Council resolutions were 
introduced to eliminate many stops on the Euclid Avenue, 
Wade Park Avenue and St. Clair Avenue lines. 

Mayor Baker says that fares should be paid on incom- 
ing cars when passengers board them, and that passengers 
on outbound cars should pay fares when they leave the 
cars. It is said that the Mayor will insist on this plan 
being tried soon on the Detroit Avenue line. The Mayor 
also claims that the metal disks are much more convenient 
for the conductors to handle than strip tickets. The City 
Council ordered the use of disks some time ago, but allowed 
the company to continue to sell the tickets because there 
was a large stock on hand. The Mayor will require that 
all cars shall turn at the Public Square during the con- 
struction of what is known as the high-level bridge across 
the Cuyahoga River. 

Councilman Shaw complained to Mr. Witt on October 
28 that the trainmen offend patrons needlessly and that 
motormen on trail cars frequently refuse to stop at regular 
stops for passengers. The men pass stops in order to 
maintain their schedule. 

A resolution was adopted at a recent meeting of the City 
Council giving the company authority to purchase 100 
more trail cars. Sixty-nine cars of the first order of 100 are 
now in operation and the others will be delivered soon. 


Threatened Strike of Yonkers and Westchester Employees 
Averted 


At a meeting of the motormen and conductors in the 
employ of the Yonkers (N. Y.) Railroad and the West- 
chester Electric Railway on Nov. 3, 1912, the men voted 
to continue work under a verbal agreement with the off- 
cials of the companies to the effect that the wage scale 
and working conditions would be continued as heretofore. 
The terms of the verbal settlement as approved by the 
men were agreed to at a conference held at the office of 
Leslie Sutherland, general manager of the Yonkers Rail- 
road, attended by Mr. Sutherland, Edward A. Maher, man- 
ager of the Westchester Electric Railway, and represen- 
tatives of the employees of both companies. The condi- 
tions under which the men have been working were the 
basis of a settlement between Mr. Sutherland and the men 
in 1910 and were fixed by Supreme Court Justice Martin 
J. Keogh. 

A statement was issued on behalf of the employees by 
the joint committee representing the men in which the 
following terms were stated as being covered by the ver- 
bal agreement: 

“Rirst—That the committees of the organization of 
which the men are members would be recognized. 

“Second—That the working conditions, wages, etc., that 
had been established and enjoyed by the men would con- 
tinue without interruption. 

“Third—That the men would not be discriminated 
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against in any manner by the company on account of their 
membership or activity in their organization.” 

No formal statement was issued by the officers of the 
companies. It is evident, however, that F. W. Whitridge, 
president of the companies, whose statements to the men 
were referred to in the Exvectric RaiLway Journat of Oct. 
26, page 919, and Nov. 2, page 968, carried his point. He 
is reported to have said at the conclusion of the con- 
ference: 

“T am glad that the men were not so foolish as to allow 
themselves to be drawn into a strike, not for higher wages 
or for shorter hours, but to give the leaders of the union 
power to which they had no right. One demand was that 
in case of a difference between the superintendent and 
the men the difference should be referred to a board of arbi- 
tration. To grant such a demand would have been out of 
the question, and I am glad it has been withdrawn. It 
would have left the company with no means of enforcing 
discipline. Another impossible demand was that none ex- 
cept members of the union should be employed on -the 
roads. This would be unfair to the company and its em- 
ployees alike. The publicity given the conferences between 
the officials and the men had much to do in influencing the 
men to take a sensible view of the question.” 


Prospects for Renewal of Franchise Negotiations in 
Toledo. 


It is said that negotiations for a new franchise in Toledo, 
Ohio, will be resumed shortly after the Utilities Improve- 
ment Company takes over the operation of the Toledo 
Railways & Light Company. The service will be improved 
by re-routing cars. It is believed that the operation of cars 
over about 30 miles of track can be eliminated by the ccn- 
struction of a few short stretches of track to enable the 
company to improve its service. One of the extensions 
that, it is believed, will be considered is a stretch of track 
on Bancroft Street from Lawrence Avenue on Monroe 
Street to a connection with the Ottawa Park line at Ban- 
croft and Upton Avenues. The track has been laid for a 
part of this distance, but the company abandoned the con- 
struction when the city failed to grant a twenty-five-year 
franchise for the line. It is also thought that two of the 
four lines which serve the lower town can be eliminated 
by increasing the service on the other two lines. Sections 
of track on which cars are now operated principally to re- 
tain the title to the franchise will be abandoned. The 
operation of the belt lines will probably be continued. 


Mayor Vetoes San Francisco Track Settlement Plan 


Mayor James Ralph, Jr., of San Francisco, Cal., has 
vetoed the resolution of the Board of Supervisors which 
provided for a settlement of the differences between the 
United Railroads, San Francisco, and the city over the 
rights to the outer street car tracks on lower Market Street, 
San Francisco. The terms of the proposed settlement were 
given in the Erecrric Raitway Journat of Oct. 26, 1912, 
page 923. In his veto the Mayor said, in part: 

“Since the passing of the resolution it has occurred to 
me that the agreement should contain other conditions and 
restrictions, not set forth in the resolution, and that cer- 
tain provisions in the proposed agreement outlined in Reso- 
lution No. 9737 (new series) should be eliminated. 

“As the proposed agreement is to regulate the use of 
the outer tracks on lower Market Street for seventeen 
years, there may arise in the future some question as to 
the binding effect on the railroad companies of any re- 
strictions written into the agreement by the Mayor and 
not provided for by the resolution. The resolution is the 
measure of my power. 

“I believe we should best serve the entire people of the 
city by allowing the Sutter Street Railway under proper 
restrictions, so that the city would always control the 
situation, and for proper compensatory advantages to the 
city, the privilege of using the outer tracks on lower Mar- 
ket Street in a manner that would not in any measure em- 
barrass or inconvenience the operation of the Geary Street 
line. That, as I understand it, is the purecse of the pro- 
Posed agreement—an agreement which will finally adjust 
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the long-pending litigation that heretofore prevented and, | 
if not now settled, may indefinitely prevent the extension 

of the Geary Street Railway on Market Street to the ferry, 
thereby seriously affecting the financial success of the- 
municipal railway. 

“T have thus far heard no criticism that suggests a 
remedy for the unsatisfactory conditions that exist. To 
assert that there should be no agreement is not suggesting 
a remedy. A municipal ownership theory that transports 
no people answers no practical purpose. 

“When the existing franchises expire, complete municipal 
ownership and operation will surely occur, but that will 
not be for years to come and the people of to-day have 
their rights as well as the people of to-morrow, among 
which rights is transportation between their homes and 
places of employment. : 

“The benefit tc the greatest number requires the prompt 
clearing up of the street railroad situation on lower Market 
Street, so as to permit the Geary Street municipal cars to 
reach the ferry. This can be done without sacrificing 
municipal ownership in principle or in fact by. a proper 
agreement, through which many advantages to the Geary 
Street Railroad will be gained. 

“T will take the liberty of submitting for your considera- 
tion suggestions for an amended agreement, which, in my 
opinion, will provide fully for the protection of the public 
interest and guard against disputes in the future.” 


Columbia Strike Settled 


The strike of the motormen and conductors of the Co- 
lumbia Railway Gas & Electric Company, Columbia, S. C., 
was ended on Oct. 25, 1912, when representatives of the 
strikers and the officials of the company signed an agree- 
ment satisfactory to-both sides and the strike was declared 
off. No official statement has been made as to the terms of 
the agreement, except that the agreement runs to Jan. 1, 
1o15. It is understood, however, that the arbitration clause 
was left out and that the agreement was made with the 
local union, No. 590. Vice-president Elliott, of the com- 
pany, issued the following statement: 

“On Oct. 24 R. J. Blalock took active steps to ‘bring 
about an agreement between the carmen and the company 
and finally got the matter placed upon a basis that made 
it probable that an agreement could be reached. He con- 
tinued his efforts on Oct. 25 and brought the carmen and 
the company closer together. During the day William C. 
Howard, who was introduced to me by S. B. McMaster, 
came to my office accompanied by Mr. Hardy, and after 
some discussion Mr. Hardy proposed a basis of settlement 
which was acceptable to the company. Shortly after the 
committee of the carmen authorized to act came in with 
Mr. Howard and Mr. Hardy and an agreement was signed 
at 2.45 o’clock. The agreement was then written out and 
signed in duplicate and as a result the carmen will take up 
their runs to-morrow morning, Oct. 26.” 


Investigation of Service Asked in Rochester 


The following complaint, in which an investigation of the 
service is asked, has been filed by the Mayor of Rochester 
with the Public Service Commission of the Second District 
of New York against the New York State Railways, 
Rochester Lines: ’ 

“For reasons set forth in this communication I believe 
that an appeal for an amelioration of street railway con- 
ditions in Rochester is justifiable. Accidents have been 
occurring on the various branches of the New York State 
Railways, Rochester Lines, with distressing frequency, — 
and service is impaired by congestion on important busi- 


eee streets and by an apparent lack of transportation 
acilities. . 


“IT am inclosing to you a list of accidents reported through 
the police department from Sept. 1 to Oct. 8, 1912. You 
will observe that twenty-seven accidents occurred in which — 
Persons were more or less seriously injured, four of th 
fatally. These are only such accidents as came to the 
mediate attention of the police department. pee, 

“The street railway congestion on Main Street, Roc’ 
ters principal. thoroughfare, is a source of continual ¢ is: 
tress to the people of the city and to the municipal av 
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ties. Practically all of the urban and interurban cars run 
through Main Street, and at times, especially during the 
rush hours of the afternoon, the street is-almost impassable 
and service is inadequate. I believe that a re-routing of 
several of the lines to take some of the cars off Main Street 
and an addition to the transportation facilities are neces- 
sary for a relief from the present conditions. There is also 
constant and serious congestion on Exchange Street, from 
the canal bridge to Troup Street, due to the cars of the 
four interurban lines which run to the terminal station at 
the corner of Exchange and Court Streets. 

“TI desire formally to call your attention to these matters 
and to suggest the propriety of an early survey of the situ- 
ation by a representative of your honorable body, to the 
end that recommendations and directions may be made 
for the general improvement of the service.” 


Meeting in Germany of A. S. M. E.—Plans have been 
completed for the meeting in Germany of the A. S. M. E. 
with the Verein Deutscher Ingenieure. The delegates rep- 
resenting the A. S. M. E. expect to leave New York on 
June 11, 1913, and will arrive in Germany on June 21. The 
first visit will be to Leipzig and afterward visits will be 
made to Dresden, Berlin, Diisseldorf, Cologne, Frankfort, 
Nirnberg and Munich. The final meeting will be held in 
Munich on July 7, 1912. 

Nineteen Blinded Temporarily at Electric Welding Dem- 
onstration.—At a recent demonstration of the process of 
electric welding on the Indiana Union Traction Company’s 
line at Anderson, Ind., nineteen persons were temporarily 
blinded several hours after gazing at the welding arc. The 
track department was investigating the practicability of 
building up worn-out frogs and switches and welding splice 
bars at the company’s material yards. The eyes of persons 
not wearing glasses were affected for two days. 

Officers of the Canadian Street Railway Association.— 
The Canadian Street Railway Association elected officers 
as follows at the recent annual meeting held in London, 
Ont.: President, Patrick Dubee, secretary of the Montreal 
Tramways; vice-president, C. B. King, manager of the 
London Street Railway; secretary-treasurer, Acton Bur- 
rows, Toronto; assistant secretary, Aubrey A. Burrows. 
The members of the executive committee are: H. M. 
Hopper, general manager of the St. John (N. B.) Railway; 
J. E. Hutcheson, general manager of the Montreal Tram- 
ways; Wilson Phillips, superintendent of the Winnipeg 
Electric Railway: J. D. Fraser, secretary-treasurer of the 
Ottawa Electric Railway, and E. P. Coleman, general man- 
ager of the Dominion Power & Transmission Company, 
Hamilton, Ont. 

Electrification of London & Port Stanley Railway Rec- 
ommended.—Adam Beck, chairman of the Ontario Hydro- 
Electric Commission, has submitted a report to the Council 
of London, Ont., recommending the electrification of the 
municipally owned London & Port Stanley Railway at an 
approximate cost of $890,000. The report recommends the 
adoption of the overhead system and the double-tracking 
of the entire line between London and Lake Erie. The 
intention is to maintain a high-speed half-hourly service 
between London and St. Thomas. A fifteen-minute shuttle 
service between St. Thomas and Port Stanley would also 
be maintained for especially heavy traffic. The estimated 
gross revenue for the first year under electric operation is 

» $261,500. Of this $140,000 would come from freight and 
$121,500 from passenger traffic. The estimated disburse- 
ments are $220,545, consisting of $130,000 for operating ex- 
penses and $90,545 on capital expenditure, leaving net earn- 
ings of about $41,000. 

Fort Street Rental Decree Suggestions—The Common 
Council of Detroit, Mich., has passed a resolution indors- 
ing the action taken by Corporation Counsel Lawson on 
the Fort Street rental case and urging him to make every 
effort to have the Michigan Supreme Court entér in the 
Fort Street case the decree prepared by the city’s attorneys. 
Attorneys for the Detroit United Railway contend that 
the Common Council should be authorized to say when 
the company shall be put off the streets and that the period 
within which the company shall be required to comply with 
the decision should not be incorporated in the decree. It 
is claimed that the city’s draft of a decree is so broad that 


ELECTRIC RAILWAY JOURNAL 


1005 


it will give the city power to compel every 5-cent-fare line, 
with the exception: of the Grand River Avenue line, to 
suspend service on thirty days’ notice: The company is 
now paying the city a rental of $300 a day for the use of 
the streets for these lines. The company may carry the 
case to the United States Supreme Court if its officers 
and attorneys are not satisfied with the terms imposed in 
the decree of the State courts. 


PROGRAMS OF ASSOCIATION MEETINGS 


Central Electric Railway Association 


The regular quarterly meeting of the Central Electric 
Railway Association will be held at the Southern Hotel, 
Columbus, Ohio, on Novy. 21, at 9 a. m. On the day pre- 
vious the Central Electric Traffic Association will meet at 
the same hotel. The program for the meeting of the Cen- 
tral Electric Railway Association follows: 

Business session and reports of committees. 

Paper, “The Interurbans—Retrospective and Prospec- 
tive,’ by Gaylord Thompson, chief engineer of the Ohio 
Electric Railway, Springfield, Ohio. 

Discussion. 

Paper, “Interline Travel,’ by J. F. Starkey, general pas- 
senger agent of the Lake Shore Electric Railway, San- 
dusky, Ohio. 

Discussion. 

Paper, “Claim Index Bureau,” by William Tichenor, 
claim agent of the Terre Haute, Indianapolis & Eastern 
Traction Company, Indianapolis, Ind. 

Discussion. 


National Association of Railway Commissioners 


The twenty-fourth annual convention of the National As- 
sociation of Railway Commissioners will meet in the 
hearing room of the Interstate Commerce Commission, in 
Washington, D. C., on Nov. 19, 1912, at Ir a. m. The session 
of the convention held in October, 1911, continued four days. 
At the suggestion of the executive committee, the program 
will provide in the order of business for a special topic, viz.: 
“Methods and Practices of Commissions in the Handling of 
the Various Questions Which Come Before Them and Dis- 
posing of Matters and Cases. Not What They Have 
Done, but How They Do It.” Each commission represented 
at the meeting is requested to have one of its members pre- 
pared to treat the subject concisely and briefly. The com- 
mittees are to report as follows: I. Executive. 2. Car Ser- 
vice and Demurrage. 3. Delays Attendant Upon Enforcing 
Orders of Railway Commissions. 4. Grade Crossings and 
Trespassing on Railroads. 5. Legislation. 6. Railroad 
Taxes and Plans for Ascertaining Fair Valuation of Railroad 
Property. 7. Rates and Rate Making. 8. Railway Capitali- 
zation. 9. Statistics and Accounts. 10. Safety Appliances. 
11. Telephone and Telegraph Rates and Service. 12. Uni- 
form Classification and Simplification of Tariffs. 13. Ac- 
counts and Statistics of Electric Railways. 14. Amend-. 
ment of Act to Regulate Commerce. 15. Express Rates and 
Express Service. 16. Power, Duties and Work of State 
Railway Commissions. 17. Railway Service and Accommo- 
dations. 18. Shippers’ Claims. 19. Rails and Equipment. 

‘The names of the chairmen of the respective committees 
are as follows: Laurence B. Finn, Commissioner of Ken- 
tucky; J. Richard Wingfield, Commissioner of Virginia; R. 
Hudson Burr, Commissioner of Florida; John A. Jones, 
Commissioner of Maine; Ira B. Mills, Commissioner of Min- 
nesota; Clifford Thorne, Commissioner of Iowa; Wm. J. 
Wood, Commissioner of Indiana; C. H. Hughes, Commis- 
sioner of Ohio; B. H. Meyer, Interstate Commerce Commis- 
sioner; Wm. Kilpatrick, Secretary of Illinois Railroad Com- 
mission; H. J. Winnett, Commissioner of Nebraska; Edgar 
E. Clark, Interstate Commerce Commissioner; A. F. Weber, 
statistician New York Commission, First District; C. C. 
McChord, Interstate Commerce Commissioner; Martin S. 
Decker, Commissioner of New York, Second District; W. C. 
Smith, Commissioner of South Dakota; Clyde B. Aitchison, 
Commissioner of Oregon; Cassius L. Glasgow, Commis- 
sioner of Michigan; Jas. E. Sague, Public Service Commis- 
sioner, New York, Second District. 
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Financial and Corporate 


Stock and Money Markets 


Noy. 6, 1912. 

The pre-election stagnation in the market for securi- 
ties traded in on the New York Stock Exchange which it 
was thought might carry over after the election did not con- 
tinue, however, and the sales to-day totaled 1,012,227 shares. 
The movement was a decided one and strength was dis- 
played even in a number of issues which are under the influ- 
ence of probable tariff reduction. Rates in the money mar- 
ket to-day were: Call, 434 @ 6 per cent; sixty and ninety 
days, 534 @ 6 per cent; four months, 5% @ 534 per cent. 

The Philadelphia market to-day was broad and active. 
Transactions of considerable volume were recorded in the 
traction and electric issues. 

The Chicago market was not very broad, but the volume 
of transactions was quite large. The demand for bonds was 
good. 

In the Boston market the principal demand in the railroad 
list was for Massachusetts Electric Company issues. There 
was not much demand for bonds. 

In Baltimore small sales were recorded of United Rail- 
ways and Washington, Baltimore & Annapolis preferred. 
The bond transactions totaled $61,000, of which $38,000 was 
represented by traction issues. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


Nov. 6 
American Brake Shoe & Foundry (common).......... 96 98% 
American Brake Shoe & Foundry (preferred) ‘ 145 
American Cities Company (common)..........- a 37% 
American Cities Company (preferred)...........+.+.. 80% 
American Light & Traction Company (ccmmon) .... 435 430 
Amer‘can Light & Traction Company (preferred)..... 110% 108% 
American Railways Company..........%.ss.eesee. -. 40% 41 
Aurora, Elgin & Chicago Rai'road (common)......... 42% 42% 
Aurora, Elgin & Chicago Railroad (preferred)........ 89% 89 
Boston EBlévated. Ramway x. Jcecccics + helenae vas. ae estan %. 12234 122 
Boston Suburban Electric Companies (common)..... a15 al5 
Boston Suburban Electric Companies (preferred)...... a78 a78 
Boston & Worcester Electric Companies (common).... *10 8% 
Poston & Worcester Electric Companies (preferred).. a50 a50 
Brooklya jRapid’ ‘Lxansit Compassy sc dw, c-o cies cine bam «> exes 89 91 
Capital Traction Company, Washington.............. 123 123 
RRIda co UCIT) URAMWay hia crete hleG sistas be sere sa ea Mew 150 150 
Chicago Elevated Rai'ways (common)............... 32 30 
Chicago Elevated Railways (preferred).............. 85 90 
Chicago. Railways). picpte., ti) Dice. cl iivesvsaegeecs 87 85 
Chicago Railways, -plGpte, GbE (2's \udielscei. o'er! thaje sssecea oiche 24y% 24 
Chicago Rall ways; DLCptes (Clilk ics wiaeiieie 0's Rtewreereie.c ove 8% : 8% 
Chicago Railways, ptcptg:, ctf. 4.0.65. ccc cee cc cee 3% 3% 
Ciscinnati: Street Ravway si oe gee crags aiepwasmsieeta dp 128 127% 
Rime clanin Ra leahe eee eich oh s dc oth porn ke 10656 106 
Cleveland, Southwestern & Co'umbus Ry. (common).. 6% 64 
Cleveland, Southwestern & Columbus Ry. (preferred). 35 34 7 
Columbus Railway & Light Company ass 
Columbus Railway (common). :...5.0...5....cc00s a 321 
Columbus Railway (preferred)................. a 90 , 
Denver & Northwestern Railway 122 
Detroit United Railway 80 
General Electric Company 183 
Georgia Railway & Electric Company (common) 125 
Georgia Railway & Electric Company (preferred).... 83 
interborough Metrovol‘tan Company (common) 20% 
Interborough Metropolitan Company (preferr<d) 6444 6654 
International Traction Co., Buffalo, 4% bonds, rets.. 75 75 
Kansas City Rai'way & Light Company (common).... 20 20 
Kansas City Railway & Light Company (preferred).. 40 40 
Lake Shore Eiectric Railway (common).............. 8 7 
Lake Shore Electric Railway (1st preferred)......... 92 90 
Lake Shore Electric Railway (2d preferred)........ 2814 251 
Mantintten sRanWattue th gion kee eee aM pe L 13214 verte 
Massachusetts Electric Companies (common)........ 8 18 
Massachusetts Electric Companies (preferred....... 7 77 
Milwaukee Electric Railway & Light (preferred)...... 102 100 
Norfolk Railway & Light Company................. 8 
North American GripAn ven Alon. <&  cao eRe Meee 83% We 
Northern Ohio Light & Traction Company (common) 65 ji eH 
Nothern Ohio Light & Traction Company (preferred) 100 105 
Philadelphia Company, Pittsburgh (common)....... 0% cS 50% 
Philadelphia Company, Pittsburgh (preferred)........ 43% ee 
Philadelphia _Rap'd Transit Conipany............... 27V, 43% 
Portland Railway, Light & Power Company.......... 66 ; Hs 
Public Service Corporation.............. ec: ote 118 $s 
Lhird Avenue Rai'wav, New York...............-. 37% eh 
ablede Rallyax aX sent WOWPANy. o Ook. ee ee ee % 32% 
win City Rapi ransit Co., Minneapolis (common). 
Union Traction Company of Indiana edatuony ee a ae 
Union lraction Company of Indiana (\st preferred). 88 “ 
Urion_ Traction Company of Indiana (2d preferred)... 42 ee 
United Rys. & Electric Company (Baltimore). . : 2534 on 
United Rys. Inv. Company (common)........... 37 : 25% 
United Rvs. Inv. Company (preferred) eee, a8 


Washington Ry. & Flectric Company (com 
Washineton Ry. & Electric Geiiparry opr a Nays eae 8954 


West Frd Street Railway, Boston (common)... |’ "” 89% 

West End Street Railway, Boston Pieaterrced ya ae 2 81% 

Roly per ae Paty SS Saeenies antes 83 ES 
estinghouse E'ec. . Company (1 eferred) ,. 125 

.*Last sale. a Asked. a eee meeferred) ‘ 123 


Ge 
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ANNUAL REPORTS ee 


London Street Railway 


A statement of earnings of the London (Ont.) Street 
Railway for the year ended Dec. 31, 1911, compares with the 
previous year as follows: : 


Earnings. 1910. 1911. | 
Passenger ...sserevcecesssseevenesens Maa neeree $250,897 $274,888 
MiscellaneouS ...-eeeeercecseseseeeeewerenrers . 5,381 4,719 

Gross earnings: «25+ sels.s «ee aisteleWesiieinie etieinaer - $256,278. $279,607 

Expenses. 

Maintenance: 
AM and structures. « .isjccelsvieloel wie seein aie $21,737 $22,326 
Equipment ..5-.eeeee cece eee ee eee er teen ences 25,102 30,337 
Transportation: 
Powet Diane capac atepiets asd 0 falosle/ OR Steen eae se ener eetaga 31,610 35,557 
Car Service <s.0'ecc,cis s/s \e.0loieielwiefe ete =tnts e aiaveieter 73,851 74,986 
General ©< cteere etaie ec enterete ere PRIAR IE init Oma tom 29,891 29,531 
Total operating expense ......++-.+-seeeeeeees $182,191 $192,737 
Net <earmings 4 //cejec te «eis late wieield aieteteleeet teil sara 74,087 86,870 
Deductions: 
Interest on bonds «0% <5 ccs seus tieeieneleps eens $28,750 $28,750 
Interest on overdraft 1.0... .seeee serene eaee ee Seren 93 

Total dedtictionS: 4... jc scsise ste eteaiaeinteie anetenetans $28,750 $28,843 

Net incomes: sisi. avers open oreune neon et eee sap eae gee $58,027 
Henry A. Everett, in his statement to shareholders, says 
in part: 


“A new storeroom and a new paint shop have been pro- 
vided by an addition to the shop building. This enables sup- 
plies to be kept more properly, the cars to be more expe- 
ditiously overhauled and repainted, and gives more room 
in the shop than before. 

“As a result of the Dominion census of 1911, the city is 
entitled to 1.73 miles of additional track. Various routes 
and localities have been considered for this new trackage, 
but no definite agreement has yet been made with the city 
regarding the same. Some of it will be used for double- 
tracking congested sections, and the remainder used in the 
form of extensions into those portions of the city requiring 
car service the most and which should result in greater 
accommodation to the public. 

“The gross earnings and surplus for the past year having 
shown very substantial increases, it has not been necessary 
for your directors to dispose of any more bonds of the 
company. ; : 

“The substantial increase in earnings of 12 per cent for 
December and for January, 1912, is very gratifying to your 
directors, who confidently expect the coming year to be the 
most successful in the history of the company. 

“Your directors are pleased to state that our relations 
with the public are very gratifying, and that no litigation of 
any consequence appears against the company.” é 

Statistics of trafic for the last two years compare as 
follows: 


Year Ended Dec. 31. 1910 1911 
Expenses, per cent of earnings..............- é 71.0 68.9 
Net income, per, cent of capital.............. C 8.21 10.51 
Passengers carried: suerte teers Se Sascha tas +e. 6,930,602 . 7,582,120 
Car earnings, per revenue passenger, cents.... 36704 3.67 
Transfers? o.,- cies a epee jo ta erat oueYeL ug hte eas tele eee ce 2,063,530 1,178,885 
Total passengers. <.. . jsiestev neti Mista, 25994,133 8,761,005 
Car earnings, per passenger, cents...........- q a Loue 
Car mileage’: . ws .histeemeeeeeeeeee ate ears rs Ae 1,418,030 1,440,611 
Gross earnings, per car mile, cents........ .07 19, 
Operating expenses, per car mile, cents... 12.84 13.37 
Net earnings, per car mile, cents.............. 5.23 6.03 ; 
Number of miles of track. --icitstae- ear 33.25 33.25 
Gross earnings per mile of track..........-.-- 7,707.60 8,409.23 4 


Montreal Tramways Company 


A report for the first fiscal period, covering the nine 
months ended June 30, 1912, has been made by the Montreal | 
Tramways Company, as follows: ' 


Gross earnings ....ssesesssnecsravepateeaet>s+os+es, soya ggg 
Operating expenses 21618,943 


seem mre w ewer er eneeseeeeeeeereeeeesese 


Net earnings. « 02). a:slee ot aera ele ate eetel se bia», «is... 3° aca) erait eterna 
From which deduct: 
City percentage on earnings........-+--+++++++++++ $279,030 
Interest bonds and loans idneeeeembinaa> oases) AMODID 
Interest debenture stock ....+--+++-+e++++s+-+s--+ 600,000 pe 
Taxes’ =. see + 6 aiele 8 oiledellele tp adel apatite Let eeainIEMENIS 4's. eiere atialece 50,850 


4 a 


Surplus |... eee BBS SGOT co TERROR IO 

From which has been appropriated for: = 
Contingent account? com aemessae meneame ss aiaiss's\- oat 
Oe Wes * 


Transferred to general surplus... 


E. A. Robert, the presider 
“In view of the amalgan 
e ps i ss ad 


Bafa Wie G tiene «tae 
, says in part in tl 
of the Mo 
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Railway and its subsidiary companies under the name of the 
Montreal Tramways Company, the figures submitted can- 
not very well be compared with the same period last year, 
but your directors are pleased to state that the increase in 
gross earnings has been very satisfactory and the ratio of 
operating expenses to earnings is also satisfactory. 

“Your directors have appropriated from surplus the sum 
of $150,000 for contingent account, this being in addition to 
the sum of $85,000 appropriated for the same purpose dur- 
ing the above period, making a total credit to this account 
of $235,000, against which has been charged the sum of 
$107,352, leaving a balance at the credit of this account of 
$127,648. 

“During the above period there has been expended on 
capital account the sum of $741,427. 

“Your directors considered it advisable to insure the com- 
pany’s properties against fire, and the amount previously 
at the credit of the fire insurance fund, amounting to $576,- 
320, has been transferred to special capital reserve, which 
will be used as the directors may decide in the interest of 
the company. 

“The company reports that under the judgment of the 
Privy Council of London, England, the judgment rendered 
by the Board of Railway- Commissioners for Canada with 
regard to through traffic and rates of fares in Mount Royal 
Ward was dismissed. 

“There are now only a few shares of the Montreal Street 
Railway which have not been exchanged for this company’s 
securities. 

“The company has continued its liberal policy toward its 
employees in respect to their wages, having increased them 
during the year. 

“Owing to the continued rapid growth and congestion of 
the city your directors have been in negotiation with the 
city of Montreal for the purpose of making a new contract 
which would be more applicable to the present-day condi- 
tions.” ; 

The following statistics, also relating to the period of nine 
months ended June 30, I912, are given: 


PEERING a DETECEREIOL CALBINCS sisic.c'5's.0j5)8 sie 5 suse cee y en ees @ 60.13 
POI ates RE ICNSIE OR, 5 sevalel a aie ct ois a 2a'g es isys tales V bo ied owes 104,458,960 
Car eatnings per passeriger, cents... 2. cect ase ee 4.06 
MR seelas es ies eerie teen eh tine bya a ats a Pele, ove iata /aters, of's eels alags.'s\e.y5 0088 34,947,315 
BPOCHINPASBE TCLS CATIICC <cleicaleic is sale selcielc «'s oie cats sciasiee eve 139,406,275 
Car earnings per passenger total carried, cents.......... 3.04 


Chicago Elevated Railways 


The Metropolitan West Side Elevated Railway, the 
Northwestern Elevated Railroad and the South Side Ele- 
vated Railroad report combined earnings as follows for the 
year ended June 30, 1912, compared with the year ended 
June 30, IoII: 


1912. 1911. 
GHG Gabe ihey 4, Gigho Sho ds Ce Ue CODE ORDO nC $8,632,416 $8,250,005 
Operating expenses .......-. sees ee secre reece 3,816,944 4,103,937 
RSeR ME AT PRUROREN EE FAG IGENE Siahcl sc) nro paid njels ales “aiareisle $4,815,471 $4,146,067 
Bixed charges and taxess... co.cc t ee sence 3,691,229 2,947,441 
ACMI se Seis oly a... "a 1,124,242 $1,198,626 
Dee ie Sierole bine tisnive. a19)0is:2i<.5 «1a.» ><(neiae'ee 890,992 691,440 
BHT DIS. | Note ieisinis co. sie a ioleleie 06 b4j0 6 0/4 dei seiocle ate $233,249 $507,186 


The companies report earnings separately for the same 
period as follows: 


MéErropotitan West Sipe Evevatep oy pada 


f 1911. 
DEmerelMeacinratiin tice G 66 ced ula Ge. sess $2,991,180 $3,026,864 
Operating expenses .........--s.ceeeeeseeeees 1,396,981 1,544,125 
TS gt see oy, ea ee $1,594,199 $1,482,738 
Fixed charges and taxes.........5..2-..-ee00- 1,105,823 1,076,376 
(ERR. yey SAGO Sino Eons ean $488,376 $406,362 
Se tee Ee SAN taliy See nists < dis) ¢'s!s\0)3,0 2 5 a es oe 370,083 261,237 
MITE PIUG gis aoe aris isle sans sive cere cscccberscs $118,292 $145,125 

NorTHWESTERN ELEVATED RAILROAD. 

i $3 177 315 $2 776,505 
Se ee en 04 1068.A76 
\ —— —_—_—_—_—————. 
PP PRMPCLENUNGS Pete wee css et decles eee ees $1,862,821 $1,707,429 
fixed charges and taxes..........--s++200+05 1,745,065 1,369,920 
Bala ania SRM EATS Ciaaieeielsie e900) eine dives $117,755 $437,509 
istieada sso... Pe aoe ee te ns ar ite > 98,888 200,000 
PoP DIIRG St oe «mus ts > ete esis ess b+ 90,0609 $18,867 $237,509 
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SoutH Sipe Exevarep RarLroap. 
A 1912. 1911. 
otal GO IES 9 10; sin seu voip orale OF ial sielete grote $2,464,019 $2,446,236 
DpeuatingeCXMenses. < ..s aseaie cease ene 1,105,569 1,490,336 
at Deane es) .).'. 4 2 Warnlee versinels s Aaa ero ee 1,358,450 9 
Pixed-charpesiand | taxes «2.5.50 denen ae ; "840,340 brine 
PRALAD OS ar ca ch disiciesrazs Powe ne Oe ee 518,110 
Dawaderidat Scccisthe aise! ato.) ol ke Abate ee eee +420, 020 $330,203 
POU DIGS oe) acl ss, bicinid' ds Care Gn aT $96,090 $124,551 


Decision in New Jersey in Regard to Capitalization of Ex- 
penditures for Improvements 


The Board of Public Utility Commissioners of New Jer- 
sey has declined to authorize a bond issue of $40,000, peti- 
tioned for by the Riverside Traction Company, Trenton, 
N. J. These bonds were to cover certain expenses for 
construction and rehabilitation work and for the purchase 
of power plants. In its findings the commission says, in 
part: 

“The predecessor of the Riverside Traction Company was 
the Camden & Trenton Railway. The physical apparatus 
of the last-named company was not sufficiently. substantial 
to afford adequate service with modern equipment. When 
the Riverside Traction Company, in 1910, took over from 
the receiver the property of its predecessor rehabilitation 
work was set on foot. In this process renewals were often 
more than mere replacements of the original plant. Heavier 
rails replaced the older and lighter rails. Heavier equipment 
was provided, and certain additions to the old plant were 
installed. 

“Of the $265,088, the total expenditures for rehabilitation, 
the amount estimated by the board’s chief inspector as 
properly chargeable to capital account was only $171,246. 
There has thus been capitalized something like $94,000 
which more properly should have come out of income. An 
example is afforded in the item of $13,770.26, ‘construction 
and rehabilitation work in progress.’ Of this sum about 
$4,000 should be properly charged to repairs. Similarly, 
of the total cost of rehabilitation, amounting to $265,088, 
some $93,842 should have been similarly charged to re- 
pairs. This is the estimate of the chief inspector of the 
board. The chief inspector concluded that ‘an ample 
amount of securities had already been issued to cover all 
charges properly chargeable to capital account. The 
board adopted this view of the matter, and in consequence 
declined to authorize the bond issue of $40,000 which was 
prayed for.” 


Boston (Mass.) Elevated Railway.—At the annual meet- 
ing of the stockholders of the Boston Elevated Railway 
held on Novy. 4, 1912, the stockholders voted to increase the 
capital stock of the company by the issuance of 40,000 ad- 
ditional shares, par value of $100, to be offered to stock- 
holders at $105 a share. It was also voted to authorize the 
issuance of bonds, face value not to exceed $5,000,000. 
These bonds are payable in thirty years, the rate of inter- 
est to be fixed by the directors. The retiring directors 
were re-elected and Galen L. Stone was added to the board. 


Brooklyn (N. Y.) Rapid Transit Company.—The applica- 
tion of the Brooklyn (N. Y.) Rapid Transit’s interests for 
permission to consolidate the Brooklyn Union Elevated 
Railroad, the Sea Beach Railway and the Canarsie Railroad 
has been granted by the Public Service Commission of the 
First District of New York. The new company will be 
known as the New York Consolidated Railroad and will 
have a capital stock equal to the aggregate amount of the 
capital stock of all the merged companies, namely, $18,- 
900,000. Nearly all the stock is owned by the Brooklyn 
Rapid Transit Company, and the consolidation is made to 
facilitate the carrying out of that company’s part of the 
dual system of rapid transit. The joint agreement between 
the directors of all the companies in regard to the consolida- 
tion has been approved by the stockholders. 

Kansas City Railway & Light Company, Kansas City, Mo. 
—Notice was given on Oct. 28, 1912, as follows by the Old 
Colony Trust Company, Boston, Mass., as trustee, to the 
holders of the consolidated mortgage 5 per cent bonds of 
the Metropolitan Street Railway: “At the written request of 
a majority of the bondholders the trustee declared the prin- 
cipal of these bonds ($7,242,000, maturing on June I, 1013) 
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to be due on June 1, 1912, and on June 14, 1912, began suit 
to foreclose the mortgage. We are informed that the Met- 
ropolitan Street Railway is endeavoring to avoid a foreclos- 
ure sale, and meanwhile it has provided the trustee with 
funds sufficient to pay the interest on these bonds from 
May 1 (the date of last payment) to Nov. I, 1912, at 5 per 
cent per annum. The undersigned will pay such interest 
upon surrender of the interest coupon dated Nov. I, 1912, 
and upon presentation of the bonds as evidence of owner- 
ship thereof, and in order to be stamped with receipt of 
interest thereon. In the case of deposited bonds, the pro- 
tective committee will collect and distribute interest to the 
holders of the certificates issued in exchange for bonds de- 
posited.” 

Los Angeles (Cal.) Railway Corporation—William Salo- 
mon & Company, New York, N. Y., and E. H. Rollins & 
Sons, Boston, Mass., have purchased a large block of 
first and refunding mortgage 5 per cent gold bonds of 
the Los Angeles Railway Corporation and are offering 
them for subscription at 98 and accrued interest, yielding 
about 5.15 per cent on the investment. These bonds are 
a part of an authorized issue of $20,000,000, dated Dec. 1, 
1910, and due Dec. 1, 1940, $14,305,000 of which have been 
issued to date. 


Manhattan & Jamaica Railway, New York, N. Y.—Mac- 
Arthur Brothers Company, New York, N. Y., has formed 
the Manhattan & Queens Traction Corporation, which has 
taken over the rights of the South Shore Traction Company 
and its successor, the Manhattan & Jamaica Railway. The 
company has begun work on the construction of the pro- 
posed electric railway from the Queensboro Bridge to Ja- 
maica and-across the rest of Queens County to the Nassau 
County line. 

Mid-Crosstown Railway, New York, N. Y.—The Public 
Service Commission of the First District of New York 
has denied the application of the Mid-Crosstown Railway 
for authority to issue capital stock to the amount of $500,- 
000, $200,000 of first mortgage 5 per cent bonds, and $300,- 
000 of 5 per cent adjustment income bonds. This action 
was taken on the recommendation of Commissioner Malt- 
bie, who held that there was really no occasion to form a 
new company and no justification for that capitalization. 
This company, it was proposed, should take over the 
Twenty-eighth & Twenty-ninth Streets Crosstown Railroad, 
which has been operated under an arrangement, first, with 
a receiver, and then, under agreement with the bondholders’ 
committee which bought the line, by the Third Avenue 
Railway. It is now operated with storage battery cars, 
and for the quarter ended June 30 last it showed a surplus 
over operating expenses of $2,000, this being the first time 
there had been any such surplus since the Metropolitan 
Street Railway, by which it was formerly operated, went 
into the hands of a receiver. Commissioner Maltbie says 
that there is no good reason to believe that the future earn- 
ings will justify the issuance of securities to the extent of 
$1,000,000. 


Morris County Traction Company, Morristown, N. J.— 
The Board of Public Utility Commissioners of New Jer- 
sey will hold a hearing on Nov. i2, 1912, on the applica- 
tion of the Morris County Traction Company for per- 
peanee to issue $674,000 of bonds and $713,500 of capital 
stock, : 


New York State Railways, Rochester, N. Y.—Speyer & 
Company, New York, N. Y., and the Harris Trust & Sav- 
ings Bank, Chicago, Ill., are offering for subscription at 94% 
the unsold balance of $6,925,000 of fifty-year first consoli- 
dated mortgage gold bonds, series A, of the New York 
State Railways, dated Nov. 1, ro12, and due on Nov. I, 1962. 
These bonds are redeemable all or in part at the option of 
the company on any interest date after Nov. 1, 1913, at I05 
and interest on sixty days’ previous notice. The total au- 
thorized issue of these bonds is limited to $50,000,000. 

New York, Westchester & Boston Railway, New York, 
N.-Y.—Harris, Forbes & Company and Kissel, Kinnicutt & 
Company, New York, N. Y., have placed an additional 
$2,000,000 of first mortgage 4% per cent bonds of the New 
York, Westchester & Boston Railway, of tort, making $109,- 
300,000 of this issue outstanding. The sale of these bonds 
will provide funds which may be used for about 30 per cent 
of the cost of construction of the Westchester Northern 
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Railway, which in effect will be an extension of the New 
York, Westchester & Boston Railway from White Plains, 
N. Y., to Danbury, Conn, 

Oskaloosa Traction & Light Company, Oskaloosa, Ia— 
The Oskaloosa Traction & Light Company has increased 
its authorized capital stock from $300,000 to $500,000. None 
of the new stock has yet been issued. The amount of out- 
standing first mortgage bonds of the company has been in- 
creased from $200,000 to $268,000. 

Southern Illinois Railway & Power Company, Harris- 
burg, Ill—The Southern Illinois Railway & Power Com- 
pany has filed for record in Saline County a mortgage in 
favor of the Fort Dearborn Savings & Trust Company, Chi- 
cago, Ill., as trustee, to secure an issue of $1,500,000 of bonds 
to provide funds to complete the proposed electric railway 
to connect Eldorado, Wasson, Harrisburg, Dorrisville, 
Muddy, Leedford and Carrier Mills. 

Standard Gas & Electric Company, Chicago, Ill_—The 
Standard Gas & Electric Company, which is the largest 


holding company of the H. M. Byllesby & Company inter-. 


ests, has issued a statement of earnings for the year ended 
Sept. 30, 1912, which shows gross earnings for the period of 
$2,190,257. After the payment of bond interest and divi- 
dends on the preferred stock at the rate of 8 per cent, a 
surplus of $788,163 for the year remained, this being an 
amount equal to more than 8 per cent on the common stock 
outstanding. On Sept. 30, 1912, the company had outstand- 
ing $9,343,150 of common stock, $10,977,950 of preferred 
stock and $10,300,000 of bonds. The Standard Gas & Elec- 
tric Company was incorporated in Delaware in 1910 and has 
acquired stock, bonds and other securities in seventeen 
utility companies, among them the Arkansas Valley Rail- 
way, Light & Power Company, Fort Smith Light & Traction 
Company, Ottumwa Railway & Light Company and West- 
ern States Gas & Electric Company. 


United Railroads, San Francisco, Cal.—A meeting of the 
stockholders of the United Railroads of San Francisco has 
been called for Dec. 17, 1912, to vote on the question of the 
issuance of $2,500,000 of notes to run for not more than five 
years. It is reported that the proceeds of the sale of these 
notes are to be used toward refunding underlying bonds. 
The company now has outstanding bonds to the extent of 
$35,275,000. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


BROCKTON & PLYMOUTH STREET RAILWAY. 


f Gross Operating Net Fixed Net 
Period Earnings. Expenses. Earnings. Charges. Surplus. 
Im., Aug., 712 $15,958 *$9,144 $6,813 $1,030 $5,783 
jk ae 711 14,873 *8,740 6,132 1,068 5,064 

i eB ¥ 712 120,415 *90,207 30,209 12,538 17,671 
128 Md tah 119,060 *90,180 28,880 13,254 15,626 
CAPE BRETON ELECTRIC COMPANY, SYDNEY, N. S. 
Im, Aug, ’12 $31,598  *$16,101 $15,498 $5,703 pra 
as a Sigil 29,834 soft Wey / 14,277 5,653 624 
12 se ns "1:2 350,102 *192,578 ‘157,525 68,030 89,495 
12 ss uy 331,993 *176,991 155,001 67,837 87,164 
DALLAS (TEX.) ELECTRIC CORPORATION. 
1m., Aug. 12 $147,352  *$88,230 $59,122 $24,667 $34,455 
1 ie alt 129,851 *90,110 39,741 19,292 20,449 
12 ~ i "12 1,746,018 *1,104,541 641,477 270,126 371,091 
12 . Shy 1,571,151 *1,041,329 529,822 249,949 279,873 
JACKSONVILLE (FLA.) TRACTION COMPANY. 
Im, Aug. 712 $48,856 *$33,471 $15,385 $9,934 —- $5,451 
1 ra ¥ "4 44,565 *27,030 17,535 9,196 8,339 
12 pe ss 712 588,981 *373,610 215,371 114,147 101,224 
12 eh 576,353 *355,488 220,865 88,156 132,709 
NORTHERN TEXAS ELECTRIC COMPANY. 
Im., Aug., "12 $147,204 *$78,834 $68,370 $20,858 $47,512 
We r 11 135,529 *74,018 61,511 21,576 39,935 © 
12 12 *1,669,796 *904,471 765,325 250,736 $14,589 
12 11 1,561,348 *855,655 705,693 236,548 469,144 


PADUCAH TRACTION & LIGHT COMPANY, PADUCAH, KY. 


Im. Aug. *12 $23,954 *$15,619 $8,335 $7,195 $1,140 
ite % 11 21,470 | *13,236 8.234 + 6,689 1,545 
13 ‘ ss 12 279,833 *184,101 95,733 85,443 10,290 
12 11 258,450 *156,177 102,273 77,845 24,428 

or. + 


PUGET SOUND TRACTION, LIGHT & POWER COMPANY, 


SEATTLE, WASH. te 
Im., Aug., *12 $680,205 *$462,668 $277,537 $164,8 112,728 
8 s 12 5,478,299 *3,187,046 2,291,253 1 204'587 *o0'e Te 
— : oy (ee Aan 


*Includes taxes, 
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Traffic and Transportation 


New Beneficial Association of Philadelphia 


Co-operative Bulletin No. 9, issued Oct. 30 by the Stotes- 
bury management of the Philadelphia Rapid Transit Com- 
pany, outlines a new plan of beneficial association of that 
organization. For some time the company has had in force 
a pension system by which retiring employees who are over 
sixty-five years of age and have been in the service twenty- 
five years or longer are paid a pension of $20 per month 
during the remainder of their lives. It has also in force a 
system of death benefits by which at the death of an 
employee who has been in the service for a period of 
two years or over the sum of $500 is paid to surviving 
relatives. These pension and death benefits are applicable 
to all employees of the company whose wages are less 
than $200 per month. The sums necessary to pay these 
pension and death benefits in the case of motormen and: 
conductors engaged in passenger service are charged 
directly against the 22 per cent fund. The sums necessary 
to pay the pensions and death benefits of other employees 
are not charged against the 22 per cent fund. There 
are at present fifty-two men who are drawing pensions 
of $20 per month, and during the past year the death benefit 
of $500 was paid to the families or the dependent relatives 
of eighty-four employees. 

Up to the present the company has done practically 
nothing in the way of sick benefit associations, but there 
have been eleven such associations in existence for several 
years past. The initiation fee usually charged has been 
from 50 cents to $1, with monthly dues from 50 cents to 
60 cents per member. The majority of these associations 
have required that members shall pay their initiation fees 
and monthly dues for a period of six months before be- 
coming eligible to sick benefits. Members were not then 
entitled to sick benefits for the first week of sickness, but 
thereafter received $5 per week for a maximum of thirteen 
weeks’ sickness within a period of twelve months, or a total 
possible payment of $65. 

The company has in the past assisted these various sick 
benefit associations by supplying a meeting room, together- 
with light, heat, janitor service, printing and stationery free 
of cost. The continuation of this practice is now consid- 
ered undesirable, as the scope of these independent sick 
benefit associations is too small to cover the entire force 
and also because of the fact that the membership in some 
of these organizations is now largely composed of ex- 
employees. 

‘The Stotesbury management, in withdrawing its former 
contribution in the way of meeting places, light, heat, etc., 
for the various independent sick benefit associations, in 
lieu thereof suggested the formation of a co-operative bene- 
ficial association with initiation fee of 50 cents, monthly 
dues of 25 cents per member, sick benefits of $1 per day 


for 100 days following the first week’s illness, or $100 in all, . 


suggesting further that all employees be made eligible to 
these benefits on and after the first of the month following 
their becoming members of the association, and that there 
be a death benefit of $150 designed to cover funeral ex- 
penses, this in order that the $500 death benefit paid by the 
company might be left unencumbered for the use of the 
widow or heirs of the deceased employee. 

The company agreed, in the event of the formation of 

such an association, to contribute each month a sum equiva- 
lent to the total monthly income of the association from 
entrance fees and dues of its members and to assume all 
necessary expense incident to the management and opera- 
tion of the association. None of the amounts so con- 
tributed by the company would be charged to the 22 per 
cent fund. . 
_ This plan has now been followed and a copy of the con- 
stitution and by-laws of the proposed co-operative bene- 
ficial association has been sent to each employee. Mem- 
bership is optional, but those who desire to join are re- 
quested to send their applications in promptly. 


Decision Against Re-routing in San Antonio.—The City 
Council of San Antonio, Tex., has adopted the report of 
the public utilities committee of that body against the 
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plan to re-route the lines of the San Antonio Traction 
Company which serve Prospect Hill. 


Police to Ride Free in New Jersey.—Justice Swayze of 
the Supreme Court of New Jersey has rendered a decision 
which upholds the right of policemen in uniform and de- 
tectives in plain clothes to ride on the cars in New Jersey 
iB performance of their public duties without paying their 
are. : 


Police to Enforce No-Smoking Ordinance in Birming- 
ham, Ala.—Chief of Police Bodeker has issued an order 
to the effect that police officers on or off duty should, while 
riding on cars, see that passengers strictly observe the 
recently passed city law which prohibits smoking on any 
part of a closed car save the rear platform. 


Near-Side Stops in Cincinnati, Ohio.—On Oct. 15 the 
Council of Cincinnati passed an ordinance which provides 
that all cars operated in the city shall stop on the near 
corners as soon as possible. An exception in the ordinance 
provides that the director of public service may authorize 
far-side stops at intersections where stops on the near side 
might endanger passengers or traffic. 


Increase in Wages in London, Ont.—The London (Ont.) 
Street Railway on Oct. 31, 1912, announced an increase in 
wages as follows, affecting 150 men: Spare men, 
from 16 cents to 18 cents an hour; first-year men, from 
18 cents to 20 cents an hour; second-year men, from 19 
cents to 21 cents an hour; third-year men, from 19 cents 
to 22 cents an hour; fourth-year men, from 22 cents to 23 
cents an hour. The new rates went into effect Nov. 1: 


Improvements in Fort Smith, Ark—The Fort Smith 
Light & Traction Company, Fort Smith, Ark., has arranged 
to construct a steel stairway and walk leading from a 
point near the west end of the railroad depot to the street 
railway viaduct over the Iron Mountain Railroad tracks, 
where a waiting room will be constructed. This will enable 
incoming passengers to take a car going in either direction 
without being compelled to walk more than a block to 
either end of the viaduct. 


Accident Prevention Campaign of the Cleveland, South- 
western & Columbus Railway.—As a part of its accident 
prevention campaign short talks on the subject of accidents 
will be given by representatives of the Cleveland, South- 
western & Columbus Railway in the public schools. In 
addition blotters printed in colors with the motto “Safety 
First” are being distributed to call attention to the most 
common causes of accidents. In the margin of the blotter 
there is a request to the children to look out for cars, horses 
and automobiles, while in the center of the blotter appear 
the following: “Never play on streets where there are car 
tracks.” ‘Never cross car tracks without looking both 
ways.” “Never cross a street if a moving car is in sight.” 
“Never get on or off a car while car is moving.” “Never 
lean out of car windows.” “Never face to rear in stepping 
off car.” ‘‘Never touch or allow anyone to touch any wire.” 
“Help us to avoid accidents.” 


Public Service Railway Dines Victors in Baseball League. 
—The Public Service Railway, Newark, N. J., tendered a 
dinner on Oct. 24 in the Krueger Auditorium, Newark, in 
honor of the winners in the Public Service Railway Base- 
ball League at which nearly 700 officers and trainmen of 
the company were present. The winners in the league were 
the Camden team, which received the championship pennant, 
the Montclair team, which captured the Bolen silvery trophy 
in the northern division league and received individual 
prizes in the form of watch fobs, and Thomas Dolan, of 
the Montgomery team, who won the Shepherd trophy for 
individual honors. Newton W. Bolen, superintendent of 
transportation of the company, who with William H. Shep- 
herd organized and ‘conducted the league, was toastmaster. 
Among the officers of the company present were: John J. 
Burleigh, second vice-president; Edwin H. Hine, secretary; 
R. E. Danforth, general manager; L. D. H. Gilmour and 
E. A. Armstrong, associate counsel; H. A. Benedict, me- 
chanical engineer; L. S. Hoffman, general solicitor; Percy 
Ingalls, general agent; H. C. Stevenson, assistant secre- 
tary; Farley Osgood, assistant general manager of Public 
Service Electric Company; George Barker, J. W. Brown, 
R. D. Miller, Dr. G. B. Gale, Kenneth Halloch and John L. 
O’Toole. 


TOIO 


Personal Mention 


Mr. J. E. Sewell has resigned as vice-president and gen- 
eral manager of the Shore Line Electric Railway, Saybrook 
Junction, Conn. 


Mr. Arthur Thomas has been appointed superintendent of 
the Lincoln Railway & Power Company, Lincoln, Ill. to 
succeed Mr. E. D. Blinn, Jr., who has accepted the position 
of manager of the Central Illinois Telephone & Telegraph 
Company, Pine Bluffs, Ark. 


Mr. James Riley, former electrical engineer and super- 
intendent of motive power and equipment of the Choctaw 
Railway & Lighting Company, McAlester, Okla., has been 
appointed electrical engineer of the Missouri, Kansas & 
Texas Railway, at Parsons, Kan. 


Mr. Charles A. Hobein resigned as superintendent of 
power station for the United Railways, St. Louis, Mo., effec- 
tive on Nov. 1, to accept a position as electrical and me- 
chanical engineering adviser and inspector for the bond 
house of John Nickerson, Jr., St. Louis. 


Mr. William Burnett has been appointed superintendent 
of electrical distribution of the Urbana & Champaign 
Railway, Gas & Electric Company, with headquarters at 
Champaign, Ill. Mr. Burnett succeeds Mr. J. D. McKee, 
who has become associated with the Ideal Electric Com- 
pany. 

Mr. Walter E. Bryan has been appointed superintendent 
of power stations of the United Railways, St. Louis, Mo., 
to succeed Mr. Charles A. Hobein, resigned. Mr. Bryan 
was graduated from Washington University as an electri- 
cal engineer and has been assistant superintendent of 
power stations of the company for several years. 

Mr. Charles A. Alderman has been appointed chief en- 
gineer of the Montreal & Bad River Improvement Com- 
pany, Ashland Light, Power & Street Railway Company, 
Ironwood & Bessemer Railway & Light Company, Gogebic 
& Iron Counties Railway & Light Company, Ironwood 
Water Works Company and Hurley Water Company, with 
office at Ironwood, Mich. 


Mr. Curtis N. Douglas has been named by Governor Dix 
of New York as a member of the Public Service Commis- 
sion of the Second District of New York to succeed Mr. 
Winfield A. Huppuch, resigned. The appointment of Mr. 
Douglas is for the term which expires on Feb. 1, 1916, and 
must be confirmed by the incoming Senate. Mr. Douglas 
was born in Watertown, N. Y., on May 28, 1856, and was 
graduated from college in 1873. He went into the lumber- 
ing business in Jefferson County and in 1881 established a 
classical school in New York. He has for some time been 
prominent in public life. 


Mr. H. T. Edgar, Mr. A. W. Leonard, Mr. A. L. Kempster 
and others were the guests of Mr. Jacob Furth, president 
of the Puget Sound Traction, Light & Power Company, 
Seattle, Wash., at a dinner given on the evening of Oct. 
29, 1912, at the Butler Hotel, Seattle. Mr. Leonard, who 
has succeeded the late R. T. Laffin as general manager of 
the Stone & Webster properties in the Pacific Northwest, 
was formally introduced at the dinner to the heads of the 
departments of the companies, and a silver service was 
presented to Mr. Edgar, who, as previously noted in the 
Exrectric Ratway Journat, has been appointed district 
manager of Stone & Webster in the Central States. Formal 
announcement was made at the dinner that Mr. Kempster, 
heretofore superintendent of the railway department of the 
Seattle Electric Company, would succeed Mr. Edgar as 
manager of the Seattle division of the Puget Sound Trac- 
tion, Light & Power Company. : 

Mr. C. N. Duffy, vice-president of The Milwaukee Elec- 
tric Railway & Light Company, Milwaukee, Wis., received 
recently the Doherty medal given annually by the National 
Electric Light Association for the most meritorious paper 
presented before a company section. The fact that Mr 
Duffy had won this medal for 1912 was made public at the 
time of the Seattle convention of the National Electric 
Light Association last June, but the actual presentation of 
the medal did not occur until the mectine of the Milwaukee 
section of the National Electric Light Association last 


month. The medal is of solid gold and is 2 in, in diameter, 
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On one side are two figures representative of instruction 
of youth in electricity; on the other side are the inscription 
and seal of the association. The paper for which Mr. 
Duffy received this medal related to the subject of munici- 
pal ownership and was the basis of a paper subsequently 
read by him at the meeting of the Wisconsin Electrical As- 
sociation and printed in part in the ELEcrrRic RAILWAY 
Journa for Jan. 20, 1912. 

Mr, A. L. Kempster, superintendent of the railway de- 
partment of the Seattle (Wash.) Electric Company, has 
been appointed manager of the Seattle division of the 
Puget Sound Traction, Light & Power Company to suc- 
ceed Mr. H. T. Edgar, who has been appointed district 
manager for Stone & Webster in the Central States. Mr. 
Kempster was born in Canfield, Ill., on Sept. 17, 1872. In 
1885 he removed with his parents to Victoria, B. C., where 
he lived until 1887. He was educated in the public schools 
of Victoria and Chicago. In 1891 he entered the employ of 


-the Seattle Consolidated Railway as a clerk. He subse- 


quently became bookkeeper and auditor of the company. 
When the Seattle Consolidated Railway was reorganized as 
the Seattle Traction Company he was made secretary and 
auditor, in which positions he remained until the Seattle 
Traction Company became a part of the Seattle Electric 
Company’s system. He was next appointed trainmaster 
of the Seattle Electric Company and in 1902 was advanced 
to the position of superintendent of transportation, in 
which capacity he continued until Dec. 1, 1910, when he 
received the title of superintendent of the railway depart- 
ment. 


Mr. H. W. Clapp, San Francisco, Cal., has been appointed 
general superintendent of the Columbus Railway & Light 
Company, Columbus, Ohio, succeeding Mr. L. G. White, 
whose resignation from the company to become connected 
with the Public Service Commission of Ohio, was noted 
in the Evecrric RamLway JournaL of June 15, 1912. Mr. 
Clapp has lately been assistant electrical engineer of the 
Southern Pacific Company under Mr. A. H. Babcock. Mr. 
Clapp was superintendent of motive power of the Brisbane 
(Australia) Tramways before he came to America. He 
entered the service of the General Electric Company in 
1902 and spent five and one-half years in and about -New 
York on some of the most important electric railway under- 
takings as special representative of the railway engineering 
and construction departments of the General Electric Com- 
pany. He gave particular attention to the installation and 
operation of the rolling equipment used in the electrifica- 
tion of the New York Central & Hudson River Railroad 
and to the cars for the Interborough Rapid Transit Com- 
pany’s system. He also supervised the work of equipping 
the cars of the West Jersey & Seashore Railroad. Mr. 
Clapp resigned from the General Electric Company in the 
fall of 1907 to become connected with the electrical en- 
gineering department of the Southern Pacific Company. 


Mr. T. A. Delaney, supervisor of transportation of the 
New York (N. Y.) Railways, has been appointed superin- 
tendent of transportation to take the place made vacant by 
the resignation of Mr. L. H. Palmer, mentioned in last 
week’s issue of this paper. Mr. Delaney has been con- 
nected with the New York Railways and its predecessors 
for the past twenty-seven years. He is a native of Con- 
necticut and began his electric railway career in 1855 as 
timekeeper and in the general office of the Broadway & 
Seventh Avenue Railroad. Later, as the Metropolitan 
Street Railway was organized and leased different prop- 
erties, Mr. Delaney was appointed in charge of the opera- 
tion of the lines. Thus he-was at various times superin- — 
tendent of the Ninth Avenue Railroad, Chambers Street 
Railroad, Second Avenue Railroad, Third Avenue Railroad — 
and others. In 1000 he left the Third Avenue system to be- 
come superintendent of transportation of the Metropolitan — 
system with headquarters at Fiftieth Street and Seventh 
Avenue. In 1908 the company decided to divide the work 
of this office and Mr. Delaney was appointed in charg 
outside matters as supervisor of transportation whil 
Palmer was appointed in charge of inside matters as su 
intendent of transportation. With the appointm 
Mr. Delaney as superintendent of transporta' : 
took effect Nov. 1, the office of supervisor of 
tion was abolished. ) age 
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Mr. Patrick Dubee, who was elected president of the 
Canadian Street Railway Association at the recent annual 
convention in London, Ont., was born in Montreal, Que., 
on March , 1876. He was educated at the Christian 
Brothers’ School and at St. Patrick’s Academy, Montreal, 
and at the age of fourteen he entered the service of the 
Montreal Street Railway. After ten years spent as as- 
sistant in the offices of the secretary, comptroller and man- 
ager, Mr. Dubee was appointed assistant secretary in May, 
1901, at the time Mr. G. W. Ross was appointed secretary- 
treasurer. In December, 1903, he was elected secretary of 
the company to succeed Mr. Ross, who was elected a direc- 
tor. In 1901, when the Montreal Park & Island Railway 
was taken over, Mr. Dubee was made secretary of that 


company. When the mutual benefit association of the 
Montreal Street Railway was started, in 1904, he was 
elected secretary-treasurer of the association. In 1904 the 


Suburban Tramway & Power Company was organized, 
and Mr. Dubee was appointed secretary-treasurer. He was 
also appointed secretary-treasurer of the Longueuil Tram- 
way in 1909. In to11, following the incorporation of the 
Montreal Tramways Company as the successor to the con- 
solidated Montreal Street Railway, the Montreal Park & 
Island Railway, the Montreal Terminal Railway and the 
Public Service Corporation, Mr. Dubee was elected secre- 
tary-treasurer of the new company. He is also secretary 
and treasurer of the’ Montreal Tramways & Power Com- 
pany. 

Mr. Raymond H. Smith has been appointed manager of 
the Jackson Light & Traction Company, Jackson, Miss., 
which is owned by the American Public Utilities Com- 
pany, Grand Rapids, Mich. 
Mr. Smith entered the em- 
ploy of the Waterbury 
(Conn.) Traction Company 
in 1897 and occupied vari- 
ous positions until 1900, at 
which time he was trans- 
ferred from the transporta- 
tion department of the 
company to the headquar 
ters of the Connecticut 
Railway & Lighting Com- 
pany at Bridgeport, Conn., 
which absorbed the Water- 
bury Traction Company 
and several other proper- 
ties in Connecticut. At 
Bridgeport Mr. Smith was 
made purchasing agent and 
secrétary to Mr. J. E. 
Sewell, the general manager. In 1903 he was made super- 
intendent of transportation in Bridgeport and shortly after 
was appointed superintendent with jurisdiction extending 
to the repair shops and power plants. In August, 1907, Mr. 
Smith was appointed general manager of the Albany & 
Hudson Railroad, which operates a high-speed third-rail 
system from Albany to Hudson, the local service in the 
latter place, the gas plants in Rensselaer and Hudson, and 
furnishes electricity for lighting and power. In July, 1909, 
he was appointed receiver of the Albany & Hudson Rail- 
road and a few months later was made general manager 
of the Albany Southern Railroad, the successor to the 
Albany & Hudson Railroad. The Jackson Light & Trac- 
tion Company operates the electric railway, electric light 
and gas properties which serve Jackson. 


R. H. Smith 


On Nov. 6 Governor Dix of New York announced the ap- 
pointment of Curtis N. Douglas as a member of the Public 
Service Commission of the Second District of New York, 
to succeed Winfield A. Huppuch. In this connection it 
is interesting to note that Governor-elect Sulzer will dur- 
ing his term of office have the appointment of four public 
service commissioners, two for the commission for the 
second district and two for the commission for the first 
district. The terms of office of both William R. Willcox, 
chairman of the commission for the first district, and Frank 
W. Stevens, chairman of the commission of the second dis- 
trict, will expire on Feb. 1, 1913, while those of Commis- 
sioners John E. Eustis of the first district and James E. 
Sague of the second district expire on Feb. 1, 1914. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously re- 
ported. 
RECENT INCORPORATIONS 


*Daytona Public Service Company, Daytona, Fla—Incor- 
porated in Florida to build an electric railway in Daytona. 
Capital stock, $300,000. Officers: F. N. Conrad, president, 
and T. E. Fitzgerald, secretary and treasurer. 


Florida Interurban Railway & Tunnel Company, Jack- 
sonville, Fla—Chartered in Florida to tunnel the St. John’s 
River and build a 45-mile electric railway to St. Augustine 
via Pablo Beach. Capital stock, $2,000,000. Officers: M. W. 
Bates, Jacksonville, president; John S. Mabry, vice-presi- 
dent; William R. Letcher, secretary; G. G. Dowling, treas- 
urer, and R. B. Harrison, all of Jacksonville. [E. R. J., 
Oct. 5,12, || 

*Flemington, Hinesville & Western Railroad, Hinesville, 
Ga.—Chartered in Georgia to build a 25-mile interurban 
railway to connect Flemington, Hinesville and Glenville. 
Capital stock, $25,000. Incorporators: J. R. Ryan, T. S. 
Layton, J. B. Fraser, R. Syd Mendry, J. R. Eagley, C. E. 
Ashmore, E. H. Caswell, D. A. Fraser and S. B. Brewton, 
all of Hinesville, Ga. J. B. Way is president and E. C. 
Miller vice-president. | 

*Washington (Ind.) Street Railway.—Articles of incor- 
poration have been filed by this company in Indiana to 
build an electric railway in Washington and beyond the 
city limits. -Capital stock, $50,000. Directors: Ziba F. 
Graham, William R. Garner, Charles R. Thorb and Charles 
G. Colbert. 


*Manhattan & Queens Traction Corporation, New York, 
N. Y.—Incorporated in New York and has taken over the 
rights of the South Shore Traction Company and its suc- 
cessor, the Manhattan & Jamaica Railway. MacArthur 
Brothers Company, New York, N. Y., has begun work on 
the construction of the company’s proposed electric rail- 
way from Queensboro Bridge to Jamaica and across the 
rest of Queens County to the Nassau County line. Capital 
stock, $1,000,000. Directors: Frederick W. Drury, E. Ir- 
ving Carr, Harold B. Weaver, Arthur C. Hume, Charles A. 
Frueauff, Watson B. Robinson, Robert S. Sloan, Manhat- 
tan; Robert Burns, Brooklyn, and George J. Johnstone, 
Passaic. Na J: 

*Rome & Delta Dam Electric Railway, Rome, N. Y.— 
Incorporated in New York to build an electric railway from 
Floyd Avenue in Rome over the Belt road to the Ridge 
Mills road and down the main road to the Delta dam. 
It is expected to extend the line to Boonville and later to 
North Woods, Lowville and Carthage. Capital stock, $250,- 
ooo. 

*Memphis (Tenn.) Interurban Railway.—Application for 
a charter has been made by this company in Tennessee to 
succeed the Lake View Traction Company and the Clarks- 
dale, Collierville & Covington Railway. Capital stock, $39,- 
000. Incorporators: B. G. Henning, I. D. Block, J. T. 
Walsh, B. W. Hirsh, D. M. Armstrong and J. S. Robinson. 

*Pickens & Webster Springs Railroad, Grafton, W. Va.— 
Incorporated in West Virginia to build a 20-mile interur- 
ban railway from Pickens to Webster Springs. Capital 
stock, $50,000. Incorporators: John T. McGraw, George 
L. Abbott, George A. Hardman, Grafton; Howard W. Sho- 
walter, Fairmont, and John J. Johnson and James Pickens, 
Pickens, W. Va. 

*Shenandoah Valley Railway, Martinsburg, W. Va.—In- 
corporated in West Virginia to build an electric railway 
from Martinsburg, southward through Berkeley County 
and Frederick County, to Winchester and also Charlestown 
and Shepherdstown, W. Va. Another route is to be from 
Martinsburg to a point near Williamsport, Md., on the 
Potomac River, where a connection will be made with the 
proposed electric line of the Frederick & Hagerstown 


Power Company. Headquarters: Martinsburg. Capital 
stock, $500,000. Incorporators: Frank E. Wilson, John W. 


Stewart, S. N. Meyers, Gray Silver, Dr. James W. McSherry 
and Clarence E. Martin, all of Martinsburg. 
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FRANCHISES 

San Francisco, Cal.—The United Railroads, San Fran- 
cisco, has asked the Supervisors to grant a revocable per- 
mit for the laying of tracks by the company which will 
give it an entrance into the Fort Mason military reserva- 
tion territory, to connect with tracks authorized by the 
Secretary of War. The company has a franchise for a line 
from the present northerly terminus of the Polk Street 
road at Lombard to Bay and Polk Streets. 

Santa Barbara, Cal—The Railroad Commission has 
granted permission to R. H. Gaud to transfer an electric 
railway franchise in Santa Barbara to the Santa Barbara 
& Suburban Railway, including its suburban rights. [E. R. 
eeOCcte 12. t2s! 

Stockton, Cal—The Stockton Electric Railway has asked 
the Council for a franchise into the new Baldwin & 
Howell tract in the northwestern part of Stockton. 

East St. Louis, Ill—The Southern Traction Company has 
received a franchise from the Council in East St. Louis. 

Galesburg, Ill—The City Council has extended the fran- 
chise of the Galesburg & Rock Island Traction Company 
for the use of certain streets in Galesburg until Nov. 1, 1913. 

Whitman, Mass.—The Bay State Street Railway has asked 
the Council for a relocation of its tracks on Temple Street, 
Whitman. 

Tiffin, Ohio.—The Tiffin, Fostoria & Eastern Electric 
Railway has been granted a twenty-five-year franchise. 

*Portland, Ore.—Calvin Heilig and M. C. Dickinson have 
asked the Council for a franchise to build a narrow-gage 
electric railway on Seventh Street in Portland. 

Dallas, Tex.—The Metropolitan Street Railway, Dallas, 
has received permission from the Board of Commissioners 
to double-track its line on Haskell Avenue between Mun- 
ger Avenue and State Street in Dallas. 


Centralia, Wash.—The Washington-Oregon Corporation, 
Vancouver, has received permission from the City Council 
and the Public Service Commission to build over Third 
Street in Centralia. 


Monroe, Wash.—The Kirkland-Redmond Railway, Light 
& Power Company, Seattle, has asked the Council for a 
franchise on Ferry and Fremont Streets in Monroe. This 
is part of a plan to build an electric railway between 
Kirkland and Redmond and other points in Kings County. 
C. A. Eaton, 1627 Fourth Avenue, Seattle, president. 
PLOGEIKS: ies Alea ea 


TRACK AND ROADWAY 


Tidewater Development Company, Birmingham, Ala— 
It is stated that this company will begin work soon on the 
line to Bessemer and to Tuscaloosa. 


Huntsville Railway, Light & Power Company, Huntsville, 
Ala.—Improvements will be made in Huntsville by the 
Interstate Power & Development Company, which recently 
took over this company, and plans are being made now to 
complete the electric line to Monte Sano. 

Edmonton (Alta.) Interurban Railway.—Work has been 
begun by this company on an electric line from Edmonton 
to St. Albert, a distance of 6 miles. This company is 
financed by Canadian and French capitalists and has a 
charter which empowers it to-construct and operate about 
300 miles of electric lines in the province of Alberta. 
George Barbey, Paris and Vancouver, is the representative 
for the French investors, and M. Kimpe, managing director 
is in charge of construction work. 5 


Pacific Electric Railway, Los Angeles, Cal.—Surveys are 


being made by this company for a line between Albany and 
Wells. 

San Pedro Street Railway, Los Angeles, Cal.—This rail- 
way, which will extend on San Pedro Street from Aliso to 
Ninth Street, will be built by the city as a link of the 
municipal railway in Los Angeles. The Pacific Electric 
Railway will take the contract for the construction of the 
line in accordance with a conipromise of the San Pedro 
Street franchise. The company agreed to accent a fran- 
chise to operate over this line with the condition that it 
may operate over Los Angeles Street. A new interurban 
station will be built in the rear othe Pacific Electric Rajl- 


way depot in Los Angeles. 
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This company has placed orders with the United States 
Steel Products Corporation for 10,000 tons of rails. 

Peninsula Railway, San José, Cal.—Plans are being con- 
sidered by this company to build several extensions to the ~~ 
south and southeast sections of San José. One branch will 4 
be built into the section between San José and Edenville. 

A franchise will soon be asked of the Council in Edenville. 
Another extension will be of the Berryessa line, which will 
connect with Alum Rock Park. 

Connecticut Company, Bridgeport, Conn.—This company 
has placed in operation its new 114-mile Stratfield extension 
from the former terminus of the line at Capitol Avenue near 
the Brooklawn Country Club to a point in Stratfield. 


Atlanta-Carrollton Railway, Light & Power Company, 
Carrollton, Ga—This company is making preliminary ar- 
rangements to build an electric interurban railway between 
Carrollton and Atlanta, a distance of 50 miles. H. G. 
Lowry, Carrollton, is interested. [E. R. J., Nov. 2, ’12.] 

*Peoria, Ill.—It is understood that a number of Iowa and 
Illinois promoters plan to build an electric railway from 
Keokuk, Ia., to Peoria, Ill. The purpose is to utilize en- 
ergy from the water-power now being constructed by the 
Mississippi River Power Company at Keokuk, for lighting 
and power purposes. As a part of this project the pro- 
moters plan to arrange with the Peoria & Galesburg Rail- 
way, mentioned previously in this department of the ELecrric 
RaItway JourNAL, to operate over a part of that line and 
furnish the new electric railway with a direct transmission- 
line connection to the Keokuk development. J. A. Ralston, 
Keokuk, is interested. 

Evansville, Chrisney & Eastern Railway, Evansville, Ind. 
—Work has been begun by this company on the new inter- 
urban lines out of Boonville north to Lynnville and east to 
Chrisney. James Hemenway, Boonville, president. [E. R. 
JeiSeptieest wie) 

Evansville, Henderson & Owensboro Railway, Evansville, 
Ind.—This company has chosen the route for its new line 
to Owensboro. The extension will pass through Zion and 
Hebbardsville, crossing Green River at Hambleton’s Ferry 
and thence through Daviess County to its new terminal. 


Oakland, Antioch & Eastern Railway, Oakland, Cal— | 
| 


Vincennes (Ind.) Traction Company.—This company is 
laying several miles of heavier track in Vincennes. Creo- 
soted ties and 9o-lb. rails are being used. 


Maysville Public Service Corporation, Maysville, Ky.— 
Work has been begun by this company upon new trackage 
to replace old construction in the business section of Mays- 
ville. The company is planning further improvements to its 
prcperties. 

Kentucky Southwestern Railway, Light & Power Com- 
pany, Paducah, Ky.—Within a few months it is expected 
that the construction of this line out of Paducah will be 
begun. H. C. Rhodes, president of the company, has an- 
nounced this, following the completion of .a survey for a 
belt line from Paducah to Murray and Mayfield under the 
direction of W. A. Calhoun, chief engineer of the company. 


New Orleans & Western Railway, Gretna, La.—This 
company advises that it has nearly completed the construc- 
tion of its 3-mile line between Gretna and Barataria. This 
property will be operated in connection with the Algiers 
Railway & Lighting Company. C. D. Warren, president. — 
(EDR. Jc dubs6e-1251 

New Orleans Railway & Light Company, New Orleans, 
La.—This company is building an extension around Ames- — 
ville. } 

Lewiston, Augusta & Waterville Street Railway, Lewis- — 
ton, Maine.—This company has awarded a contract to the 
Mequier & Jones Company, Portland, for the reconstruc- 
tion of two large viaducts on the Lewiston, Brunswick & © 
Bath line. The work will cost $19,000. . 

Atlantic Coast Electric Railway, Asbury Park, N. J.— 
Plans are being made by this company to extend its line 
to Manasquan and to the river shore at Brielle. er: : 

Newark & Marion Railway, Newark, N. Y.—Rights of 


way are being obtained by this company for a 6-mile ex 
sion from Marion to Williamson. When the right: y 
ore secured it is expected that the company will apy 
‘he Public Service Commission for permission to 


oe tars 
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Public Service Railway, Newark, N. J:—This company has 
been asked to consider plans to extend its Singac line 
further into the suburbs, to extend its Cedar Lawn line 
further along the River Boulevard, and to build a connect- 
ing line between Paterson and Montclair. 


Elmira Water, Light & Railroad Company, Elmira, N. Y. 
—This company is said to be considering plans to extend 
its line from the present terminus at the corner of Franklin 
Street and South Broadway out South Broadway to the 
city limits of Elmira. 

Ithaca (N. Y.) Street Railway.—This company has 
awarded the contract to double-track its principal lines in 
Ithaca to J. J. Kiley, Ithaca. 


North Carolina Public Service Company, Salisbury, N. C. 
—A contract has been awarded by this company for double- 
tracking the main line through the business section in Salis- 
bury. 

Northern Ohio Traction & Light Company, Akron, Ohio. 
—This company has been asked to consider plans to extend 
and double-track some of its lines in Akron. 

Corvallis & Eastern Railway, Portland, Ore—This com- 
pany plans to begin work soon electrifying its line between 
Albany and Corvallis. 

*Salem, Ore.—It is reported that plans are being made to 
build an electric railway from the Lake Labish district to 
connect with the Oregon Electric Railway and the South- 
ern Pacific Railway. 

Murfreesboro Electric Railway, Nashville, Tenn.—It is 
reported that negotiations are under way by this company 
and J. G. White & Company, New. York, for the con- 
struction of the proposed 50-mile railway from Nashville 
via Murfreesboro to Woodbury, Tenn. Work is expected 
to begin by Jan. 1. Power will be supplied by the Ten- 
nessee Power Company hydroelectric plant. Richard Wil- 
son, Nashville, president. [E. R. J., Aug. 3, ’12.] 

Eastern Texas Traction Company, Dallas, Tex.—Work 
has been begun by this company on its 54-mile line to con- 
nect Greenville, Dallas, Garland and Rockwall. J. W. 
Crotty, general manager. [E. R. J., Nov. 2, ’12.] 

Houston (Tex.) Electric Railway.—Plans are being made 
by this company to build an extension on Main Street south 
to Lamar or Dallas Avenue and to double-track its Louis- 
iana line in Houston. 

*Sherman, Tex.—It.is announced that an association of 
business men of Sherman, Whitesboro and Gainesville has 
been formed to build an interurban railway to connect these 
cities. The directors of the association are as follows: 
C. B. Dorchester and John C. Wall, Sherman; C. B. Ander- 
son, Whitesboro; C. C. Littleton and J. C. Whaley, Gaines- 
ville, and Harry L. Seay and Walter M. Waskom, Dallas. 

Whatcom County Railway & Light Company, Belling- 
ham, Wash.—Work has been begun by this company on the 
extension on Meridian Street from Broadway to Illinois 
Street in Bellingham. 

*Olympia Terminal Railway, Centralia, Wash.—This com- 
pany has been organized to construct an electric line be- 
tween Olympia and Chehalis. 

Washington Electric Railway, Vancouver, Wash.—It is 
reported that this company, which plans to build an electric 
line between Vancouver and Tacoma, will extend its line 
through Centralia. [E. R. J., Sept. 14, "#2. ] 


SHOPS AND BUILDINGS 


Peninsula Railway, San José, Cal.—It is stated that this 
company plans to spend $30,000 in the improvement and 
enlarging of its repair shops and housing plant on West 
San Carlos Street in San José. 

Waycross Street & Suburban Railway, Waycross, Ga.— 
Plans are being made by this company to build several 
new passenger stations along its lines. 

Tri-City Railway, Davenport, Ia—This company has pur- 
chased property in Rock Island upon which the company 
plans to build new repair shops to cost about $80,000. 

Louisville (Ky.) Railway—Arrangements have been com- 
pleted by this company for the erection of the first units in 
its system of railway repair and construction shops to be 


erected on a to-acre tract of ground at Thirtieth Street and 
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Broadway in Louisville. D, X. Murphy & Brother, archi- 
tects, Fifth and Market Streets, are in charge of the work. 
The city building inspector has issued a permit for the con- 
struction of three brick and concrete buildings at Twenty- 
ninth Street and Garland Avenue, on a section of the com- 
pany’s tract. These structures will cover between three 
and four acres of ground behind the present West Broad- 
way carhouse and will contain an electric repair shop, a 
carpenter shop and a paint shop. A contract for the neces- 
Sary excavating has been awarded to the L: W. Hancock 
Company, and the architects will let other portions of the 
work at once. 

Louisville & Interurban Railroad, Louisville, Ky.—This 
company has purchased a lot 80 ft. x 224 ft. on the north- 
east corner of Second Street and Main Street in Shelbyville. 
The property, costing $5,500, is to be improved through the 
erection of a large passenger and freight dépot for the 
company. The structure is to be erected at once. 

Northern Massachusetts Street Railways, Orange, Mass. 
—This company plans to build a new carhouse near the 
site of the old carhouse on the road to Orange, about 21%4 
miles west from Athol. The structure will be 180 ft. long 
and wide enough to accommodate two tracks. Work on 
the building will be begun at once. 

Kalamazoo-Grand Rapids Electric Railway, Kalamazoo, 
Mich.—It is reported that this company has purchased 
property in Grand Rapids to be used for a new office 
building and interurban terminal. 


Syracuse, Watertown & St. Lawrence Railway, Syracuse, 
N. Y.—Plans are being made by this company to build new 
depots and shelters along its 8-mile line between stop No. 
9. on the Syracuse & South Bay Railroad, where the line 
branches off, and Brewerton, the present northern terminal 
of the line. The company has in possession a site for a 
station in Brewerton. A station will be located in Cicero 
and one between Cicero and Brewerton. Shelter stations 
will be erected at all of the important highway crossings. 

Stark Electric Railroad, Alliance, Ohio.—Plans are being 
considered by this company and the Youngstown & Ohio 
River Railroad to build a union interurban depot in Salem. 

Ottawa (Ont.) Electric Railway.—Plans are being made 
by this company to build a new carhouse on Cobourg Street 
in Ottawa. The cost will be about $25,000. 

Portland Railway, Light & Power Company, Portland, 
Ore.—This company has opened its new repair shops in 
southeast Portland. 

Susquehanna Railway, Light & Power Company, Lan- 
caster, Pa.x—This company has completed its new carhouse 
and repair shop in Lock Haven. 


POWER HOUSES AND SUBSTATIONS 


Interstate Power & Light Company, Huntsville, Ala.— 
This company, which recently took over the Huntsville 
Railway & Light Company, plans to improve the local 
power plant. 

Georgia Railway & Electric Company, Atlanta, Ga.— 
Work has been begun by this company on its new substa- 
tion on College Avenue in Decatur. The structure will 
be 50 ft. x 150 ft., two stories high and of brick construc- 
tion. This new station is made necessary by the construc- 
tion of the line to Stone Mountain. 

Mesaba Electric Railway, Duluth, Minn—This company 
has placed an order with the General Electric Company for 
two 750-kw Curtis turbo-generators with 35-kw and 75-kw 
exciters, four 300-kw motor-generator sets, three 200-kw 
and three 250-kw transformers, switchboard apparatus, 
lightning arresters, etc. 

Western Ohio Railway, Lima, Ohio.—This company is 
now installing in one of its stations a 3000-kw Curtis 
turbo-generator unit, three 1333-kva transformers and 
switchboard apparatus. Orders for all this material have 
been placed with the General Electric Company. 

Southern Cambria Railway, Johnstown, Pa.—This com- 
pany is making an installation of two new 500-kw, 600-volt 
direct-current generator units and a switchboard in its 
power station. These machines are to be operated in series 
to supply 1200-volt direct current. The General Electric 
Company is supplying the apparatus. 
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Manufactures and Supplies 


ROLLING STOCK 

Northern Ohio Traction & Light Company, Akron, Ohio, 
has ordered two 30-ft. 8-in. car bodies from the G. C. Kuhl- 
man Car Company. 

Cleveland (Ohio) Railway has been authorized to pur- 
chase 100 additional trail cars in a resolution recently 
adopted by the City Council. 

Aurora, Elgin & Chicago Railroad, Chicago, IIl., is pre- 
paring plans and specifications for five to ten passenger 
cars to be purchased during the next few months, 

Brisbane (Australia) Tramways has ordered a stepless 
double-truck car from The J. G. Brill Company. The car 
will be in general similar to those being built for the New 
York Railways. 

Tri-City Railway, Davenport, Ia., has ordered eight 
single-truck pay-as-you-enter car bodies from the American 
Car Company for regular service in Muscatine, Ia. The 
car bodies are 21 ft. 10 in. over all and 8 ft. 4 in. wide. Or- 
ders for the electrical equipment and other accessories have 
not yet been placed. 

Seattle (Wash.) Municipal Street Railway will purchase 
fifteen semi-convertible prepayment cars for use on Divi- 
sion A of the municipal line now under construction in 
Seattle. The specifications for the cars have been ap- 
proved by the board of public works and call for separate 
bids for fifteen pairs of maximum traction trucks and elec- 
trical equipment. The cars will seat forty-eight passengers. 
Bids will be called for by the board within a few weeks. 

Indianapolis Traction & Terminal Company, Indianapo- 
lis, Ind., has specified the following details for the twenty- 
five double-truck closed cars which are being built by the 
Cincinnati Car Company: 
Weight (car body only), 

19,000 lb. 
Bolster centers, length, 


Gar trimmings... .). Dayton 
Control ...KZ-3, single-end 
Curtain fixtures..Cur. S. Co. 


ELECTRIC RAILWAY JOURNAL 


21 ft. 2% in. Curtain material... Pantasote 

Leneth of tbody..33: it. 234in, Gongs! 2222.0 Dayton 

Width over vestibule, ands brakes, .).)..9. a.- Nat. 

AON Sino) Ali MELE AL eT Ghand ose trace royals Smith 

Width over sills...8 ft. 4 in. Headlights ........ Dayton 
Width over all....8 ft. 6 in. Motors, 

Height, rail to sills..36% in. 2 West No. 310-A-2 

Sill to trolley base, Motors .......inside-hung 

SriteelOumee REGIStELS Ghat. emcee Int. 

IS Kevan? Scart, see semi-steel Seats’........... longitudinal 

Interion trim. «006s cherry Seating material ..... rattan 

Headlining.3/16 in. Agasote Step treads.......... Mason 


ROOT sect. certains monitor Trolley catchers, 

lindertramer et. c.ceters steel Elec. Serv. Co. 

Aipeirakes esse. . 2 osiss IWESEsr OP ruickinioes irs. t Std. C-s0-P 
TRADE NOTES 


H. F. Ball has resigned as vice-president of the American 
Locomotive Company, Schenectady, N. Y. 


Cambria Steel Company, Johnstown, Pa., has appointed 
E. E. Slick its general manager and H. W. McCateer comp- 
troller, with headquarters in Johnstown. 


Canadian Car & Foundry Company, Montreal, Que., has 
acquired the plant of the Pratt & Letchworth Company, 
Brantford, Ont., manufacturer of malleable iron castings. 
No change is contemplated in operating management or 
name, and enlargements to the plant are now under way. 


Queen-Gray Company, Philadelphia, Pa., has purchased 
the business of Queen & Company, Inc., and will continue 
the business along the former lines. J. G. Gray, for many 
years president of Queen & Company, Inc., has been elected 
president of the reorganized company. The rest of the 
personel remains the same. 

Elmquist-Hannan Company, Newark, N. J., is the title 
of a new company just organized to manufacture paint 
and varnishes. The headquarters are at 68-70 Chestnut 
Street, Newark,. N. J., and the products of this compan 
will be sold under the name of Deco-Electro. The bifeere 
of the new company are well-known in railway and elec- 
trical circles as the president, F. A. Elmquist) was f 
merly railway representative of the Sherwin-Williams 
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. This device is known as a current-limiting reactance. It 
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Company and the secretary and treasurer, W. S, Hannan, 
was formerly with the General Electic and Sherwin-Wil- 
liams companies and specialized on electrical insulating 
material. 

P. D. Kline, Chicago, Ill., has resigned as general super- 
intendent of construction of the Falkenau Electrical Con- 
struction Company and the H. A. Strauss Company, to take 
effect Jan. 1, 1913. Mr. Kline has had charge of the field 
engineering and construction in connection with installation 
of power stations, electric railways and general contracting 
lines carried through by the above-mentioned companies 
since January, 1905. Previous to that time, he was con- 
nected with the contracting department of the Allis-Chal- 
mers Company for two years and as superintendent of 
transportation of the Sheboygan Light, Power & Railway 
Company for four years. 

General Electric Company, Schenectady, N. Y., has 
received contracts for railway equipment from the follow- 
ing companies: Houston (Tex.) Electric Company, four- 
teen GE-219 50-hp double-motor equipments; Birmingham, 
Ensley & Bessemer Railroad, Birmingham, Ala., ten GE- 
216 4o-hp four-motor equipments; Republic Railway & 
Light Company, Youngstown, Ohio, fifteen GE-216 50-hp 
four-motor equipments with K-35-P controllers; Manches- 
ter (N. H.) Street Railway, six GE-203 50-hp four-motor 
equipments and eighteen straight-air-brake equipments with 
CP-27 compressors; Southern Wisconsin Railway, Madison, 
Wis., eighteen GE-226 45-hp two-motor equipments; Mesaba 
Railway, Virginia, Minn., thirteen GE-201 60-hp four-motor 
equipments; Philadelphia (Pa.) Rapid Transit Company, 
300 straight-air-brake equipments with CP-27 compressors; 
Portsmouth Street Railroad & Light Company, Portsmouth, 
Ohio, four GE-216 50-hp four-motor equipments, ten 
straight-air-brake equipments with CP-27 compressors and 
six K-35 controllers; International Railway, Buffalo, N. Y., 
twelve air-brake equipments with CP-27 compressors and 
twelve GE-200 38-hp two-motor equipments. 

ADVERTISING LITERATURE 


American Cement Tile Manufacturing Company, New 
York, N. Y., has issued a thirty-two-page catalog in which 
Bonanza cement tile roofing is described and illustrated. It 
contains numerous illustrations showing cement tile roofing, 
tile gutters and tile plates in use on various industrial 
buildings. : 

Indianapolis Switch Frog Company, Springfield, Ohio, 

has issued a sixteen-page catalog which illustrates several 
types of the Indianapolis portable electric welder and con- 
tains numerous illustrations showing track work, rolling 
stock and plant equipment which have been reclaimed by 
means of this welder. 
Vulcan Engineering Sales Company, Chicago, Ill., has 
issued a fifty-eight-page catalog which fully describes and 
illustrates many types of Hanna pneumatic riveters. It 
also discusses some of the advantages of the Hanna type 
riveter and explains the distinctive advantages of this type 
of riveter over the hydraulic riveters. Several pages of the 
catalog are devoted to a general description of QMS and 
Mumford lines of machinery. A separate supplement con- 
tains a list of users of Hanna riveters. Another supplement 
illustrates the Rock River line of punches and shears, rolls 
and bulldozers, of which the Vulcan Engineering Sales — 
Company is selling agent. 

General Electric Company, Schenectady, N. Y., has issued 
Bulletin No. 4974, which illustrates and describes a device 
produced by the company for the protection of apparatus — 
from mechanical stress due to heavy current overloads. — 


is designed to be placed in series with generators or trans- 
formers and to limit the flow of current in the circuit under — 
short-circuit conditions. to values which can be safely | 
withstood by both the generator and transformer. Bulletin” 
No. A4o36 describes the company’s direct-current exciter 
panels for use in connection with alternating-current gen- 
erator panels when for any reason speed control of 
citers 1s desired. They are designed for controlling ex 
of capacities ranging from § kw to 100 kw. Bulle 
A4030 is devoted to direct-current motor-s: f 
speed-regulating rheostats and panels. Bulletin 
deserthes the G-E steam-flow meter anc 

1s descriptive of the company’s type I single-ph : 


NOVEMBER 9, 1912.] ° ELECTRIC RAILWAY JOURNAL 7 85 


BILCITY AND INTERURBAN CARS SND TRUCKOIAM 


Cutting Down Wind Resistance 


is worth while in high speed service. The parabolic end cars built 
by the Kuhlman works of the Brill Company for the Oneida Rail- 
way Company effect an appreciable reduction in energy consump- 
tion by this method of end construction. Another service of 
operating economy in these cars is a reduction in weight due to the 
use of Brill plain arch type of roof and a method of steel underframe 
construction which is remarkably light, although amply strong for 
heavy service. What this saving in weight means will be indicated 
by the fact that these cars, measuring 52 ft. 34 in. over the ends, 
seating 57, weigh only 32,380 pounds without electrical equipment 
or trucks. This is, as you will recognize, low weight for heavy- 
service, high speed semi-steel cars. 


™ The cars are divided into two passenger compartments, and 
have motorman’s cab, heater and toilet rooms. 


We should like to send you a detailed description if you are 
interested in high grade interurban cars. If you have the October 
: ; . Brill Magazine handy, you will find a description beginning on 
ay ~ page 304. 
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BREAK UP THAT LINE OF| 
Reports from the Accident Department 


by installing controllers which will prevent the accidents. 

Here is one of the features of K-34, 25 and 36 controllers which are reducing accident and maintenance 
expenses all over the country. y 
A new type of wire 
clamp is illustrated in 
this view. The wire 
is clamped firmly in 


electrical contact be- 

ing made without the 

Are Dellector Potes use of solder. This 
position by  tighten- ~. Rage means no loose con- 


ing but onescrew. As nections of congested 
will be seen, this ; ' connection boards to 


clamping By ose ae give trouble. 
consists of a small bar rae ; ae ee ! 

with two short legs, aa : Other 
the one resting on the ES EO = - f 
metal surface of the f : Maat Scien => : $ i ; Individual magnet 
clamping base, and : 7 ey Me blowouts. 

the other on the wire Wi bay 
placed in a groove, so I fi 
that when the screw mproved ay AE 
is tightened the leg Jae & jee and bases. : 
remote from the wire . bare, fue : i Improved _ cylinder 
forms a_ fulcrum, p , a 4 Ast construction. 
clamping the wire | ae | ; |} Wooden covers. 


firmly between the Oe | Bridge construction 


other leg and the fin- | FS Sabot maith in the K-34 and 


ger base. This method "Grae K-35. 
insures a very secure : 


features of 
these Controllers: 


Simplified wiring. 


eats Pee gategtee et WR ee nya oty ~~ .%}) Motor field reverse. 


Over 3000 of these controllers on two large railway s i i 
! t : ystems have operated for two year 
accident being reported. Investigate these points through our local ofee’ ieee ivan seas 2 


General Electric Compan 


Atlanta, Ga, ; : 
Battimess. Md. Peas on Largest Electrical Manufacturer in the World Nashville, Tenn. Salt Lake City, Utah 


Birmingham, Ala. Cleveland, Ohio General Office: Schenectady, N. Y¥ New Hayen, Conn. San Francisco, Cal. 
Boise, Idah e! i i % ? “\:_“* New Orleans, La. St. Louis, Mo. 
Boston Mass, peters Lae ADDRESS NEAREST OFFICE: Ag York. Nu. Schenectady. Ba WX,¢ 
uffalo, N. Y. D ' <p MUR Il. aa iladelphia, Pa. Seattle, Wash. 
Butte, Mont. _ dees isi Nesta. City Ree betes Pittsburg, Pa. Spokane, Wash. 
Charleston, NVva — Detrolt, Mich. (Office Keokuk, Towa Memphis, ‘Tenn. Providence: Ry I Be pam dep 
Chattanooga Brae Tati cite of ament) ie dee To Milwaukee, Wis. Richmond, Va. Toledo, “Onto 
hed : : : 4 3, : Minneapolis, Minn, 4 ‘ : 
For Texas and Oklahoma business refer to General Wlectric 3 nn Hochée ete Youneshana eae 


Company of Texas.— 
For Canadian business refer to Canadian General Wleetrie Gompane tien TToroutn ane Oe Oe eoaE OF 3550 
, , ’ a] 


